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First Cost in Railroad Construction. 
To THE EDITOR OF THE RAILROAD GAZETTE. 

Remarkable news comes from England which calls for 
more than mere passing remark. 

Eighteen or twenty years ago the Midland Railway of 
England commenced a new policy, that of running third 
class carriages on all trains, and in many other respects, 
both as to speed and accommodation, the Midland teok 
the lead, which all other companies, unless we except 
the Great Western, have followed at a respectful dis- 
tance, Everyone now in England rides third class, ex- 
cept the very few who travel first because they have 
more money than brains, unless in and about London, 
where on many lines the old regime still prevails of 
making the really paying traveler so uncomfortable that 
he will travel in a higher class of carriage for very misery, 

However, London is not England, and the whole of the 
country benefited by the sagacity of the Midland, which 
became quite a favorite line. During the first few years» 
however, while other countries have been striving and 
raising speeds, the Midland has been very quiet, and 
even during the period of the race to Scotland of 1888 
the Midland was, to use the words of one of the daily 
papers, “‘content to look calmly on and carry at the 
modest speed of 75 miles per hour such passengers as 
sought its shelter from the headlong rashness of the 
rival East and West Coast routes.” 

Now, however, the once-pushing company, in the face 
of an increased traffic of over $100,000 in one week, has 
announced the withdrawal of between a third and a 
quarter of its total express mileage. The trains with- 
drawn are too numerous to name here, but a few may 
be selected as examples. 

To the north, i. ¢., to Scotland, out of St. Pancras, 
London, three fast trains no longer appear on the time 
table, which means practically giving up the Irish traf- 
fic to Belfast to the rival Northwestern. The 9a. m. to 
Manchester is stopped. This was one of the fastest 
trains in the world. Two other equally fast trains, run- 
ning the 185 miles to Manchester in 4.20 and 4.15 hours 
respectively, are replaced by a single train. Three fast 
trains from Leeds to London, one of them doing 196 miles 
in four and a quarter hours, including stoppages, also 
disappear from the schedule. Fast trains from Bristol 
for the west of England are cut out. Dining car ex- 
presses disappear, and generally the Midland, witha 
tine line, the best carriages and splendid locomotives, 
appears to acknowledge that it has been beaten by its 
rivals, 

How is this? The reason is two-fold. For the last 
week before Christmas the passenger receipts show a de- 
crease of $22,500, while freight showed $100,000 increase, 
For the half year freight shows a total increase of 
$1,095,000, and passengers of $178,000 only. The Midland 
is well off for business, and is participating in the gen- 
eral boom of business very largely. The line is packed 
with freight trains, and reports come from al! over the 
country of congested traffic. Freight trains are always 
being side-tracked to let fast passenger trains go by, 
4nd, in fact, the freight traftic cannot get along despite 
that much of it is run at excessively high speeds by 
reason of the constant necessity for letting passengers 
get past. In thus struggling hard for long distance 
through traffic there has been negiect of short distance 
and paying short-distance passengers have been vexed 
and incomvenienced to accommodate fast trains, Of 
course, 2 four-track road, as possessed by the North- 
western, would go far to remove the difficulty if a 
crowded line were the only one to be surmounted. 

But there is another cause not so easily wiped away: 
and which requires physically much more getting over, 
and that other cause is gradients, It has long been a 


matter of observation that in its competition for the 
Scotch traffic the Midland trains make terrific down- 
grade speeds. Down the Eden Valley, on the borders of 
Yorkshire, Westmoreland and Cumberland, the pace on 
the down grade, over high viaducts and round sharp 
curves, seems really to be the highest compatible with 
sticking to the track. From Peak Forest to Manchester 
again, speed is made up at a cost of intense watchfulness 
for faults in road or vehicle, and generally the Midland 
routes for fast through traftic are far worse off than the 
roads of the two rival lines of the east and west coast 
routes. The geological structure of England ac- 
counts for all this. The Pennine range run- 
ning through the middle of the island from north 
to south, with numerous cross spurs, is the locus of the 
Midland, as its name implies, whilst the plains east and 
west of the backbone form the country over which the 
trains of the rival lines have to be drawn, It is very 
clear that on the leveler lines the rate of speed is now 
near its high water mark, for a few feet more gradient, 
a worse curvature anda mile or two of distance place 
the line having such disadvantages out of the range of 
| paying competition and possible punctuality. 

It is beginning to be recognized that the want of faith 
in the powers of the locomotive, whieh wasa controlling 
canse in constructing the earlier English railroads, has 
; hot proved inthe long runto have been a bad thing. 
| The Northwestern and the Great Northern lines are hoth 
! of considerable age, examples of a much earlier system 





: of construction than the Midland. Indeed, the midlands 


of England were ieft without a through ronte hetween 
Derby and Carlisle for many years, until, in faet, the 
powers of the locomotive to surmount heavy grades were 
recognized. Thenthe Midland built its northern line, 
, and at exceedingly heavy cost. Mr. Dorsey. in his eriti- 
| cism of the English system of building a road, by com 
| bining directness with the greatest possible ease of 
gradient, entirely overlooked these facts, To-day it is a 
matter of thankfulness tot wo lines that their constructors 
laid ont many hundred thousand dollars for the sake of 
directness and level. George Stephenson, who, if he did 
not invent the locomotive, believed in its future, was a 
shrewd man, and despite his faith in the future of the 
locomotive would have no dealings with lines on the 
“undulating system” as the surface roads were then de- 
scribed, He saw plainly that locomotives were good to 
haul with, vut bad as cranes, and all his lines were as 
level as they could be reasonably well made. Much 
money was laid out in this—wasted, some say—but time 
has shown a leading company practically confessing 
that it cannot compete with rivals who possess easier 
grades and virtually relinquishing to them its through 
express traffic. 

Excepting in the fen country, grade crossings in Britain 
are exceedingly rare and almost unknown unless on by- 
roads, and some that did once exist have been removed 
and sunk or carried over the rails. 

It may be long before the sharpness of competition on 
American railroads between large centres becomes so 
keen as it has been in England. American conditions, 
too, prevent the attainment of English speeds. 
An American tong journey implies a sleeper and a 
buffet car. In England the traveler may go from Lon- 
don to Aberdeen, 552 miles, between ten o’clock in the 
morning and 11:20 the same night by one route. By 
another he could rise from breakfast at Brighton, on 
the South Coast, as late as 8:40, and dine in Aberdeen 
the same night at 11:30, a distance of 590 miles with 
a two-mile cab drive across London, or he could leave 
Inverness at 6 in the morning and be in London before 
midnight, 594 miles. 

Such a journey of 600 miles is an excessive one in 
England. and sleepers are uncommon, for they are 
hardly required, as they are here; and it is worth noting 
that of twotrains between Leeds and London leaving 
Leeds at 4:25 and 5:25, the latter, which runs a dining 
ear, requires 15 minutes longer than the former in a 
journey of 4'¢ hours, taking 4!; hours to do 196 miles. 
This extra 15 minutes appears to be the dining-car trac- 
tion, and in any train a difference of 15 minutes is 
enough to repel or attract passengers. 

Now, while not disputing that the construction of a 
railroad may be much cheapened by neglecting to secure 
favorable grades, there certainly appears good reason to 
suppose that cheapness of original construction may 
stand in the way of ultimate success, as is proved by 
English experience; and it may well enter into the cal, 
culation of American railroad men whether, in the more 
settled and thickly populated parts of the country, a 
nearer approach should not be made toward that solidity 
of permanent works which characterizes the roads of 
older countries. 

It is not likely that American railroad speeds will con- 
tinue to be as moderate as they still are. America’s 
enormous territory calls for intercommunication at rapid 
rates more than the limited area of Great Britain, and 
yet we see in Great Britain a striving after quick travel- 
ing, which should rather characterize a country of 
long distances than an island, or collection of islands, no 
part of which of any business importance is more than 
600 miles from any other part, and in which one can no- 
where get more than 70 miles from salt water. If quick 
traveling is of such importance to the English, it must 
surely be of equal importance to Americans, who are, 
perforce, compelled to spend very much more time in 
journeying between centres of business, the like to which 
are separated only by four or five hoursin England, 








The importance of an easy, level road is clearly very 
marked as a factor at top speeds in securing the lion’s 
share in through traffic, and that line which can run 
mile by mile between such moderate speeds as 40 and 50 
miles per hour, must have an immense advantage over a 
rival which has to make up at 75 miles velocity the time 
lost in climbing hills at 30 miles or less. Of course, 
through some parts of the country no easy line could be 
constructed ; but given two routes through any one dis- 
trict, that which was constructed at heaviest expense of 
standing works—to use an English term—is best placed 
for securing the fast traffic and building up a permanent 
business. It is largely because of the easy grades which 
prevail through the bulk of the Northwestern line that 
the company’s stock stands at its present level premium 
of over 80 per cent. BRITON. 


Shall Distant Signals be Compensated ? 


To THE EprIror OF THE RAILROAD GAZETTE: 

I note in the paper read before the New England Rail- 
road Club on the subject of ‘“ Railroad signals and 
signalling” by Mr. R. H. Soule, he says, after he men- 
tions the subject of the introduction of two wires for 
operating signals, “This was followed by efforts to in 
troduce automatic compensators into the two-owire sys- 
tem of connections. In general these were expensive, 
and sometimes dangerous, as when a certain one of the 
two wires broke, in which case the signal might be left 
in the clear position. 
with two-wire connections it was entirely practical to 
omit all automatic compensating devices, and such is now 
the very general practice. Roth wires are fitted 
with adjusting serews whieh need to he used only be- 
tween extremes of temperature. Ordinary slight varia 
tions of temperature result inno movement of the signal 
blade, as both wires are affected equally, Neither are 
the wires thus subjected to undue strain: in their natural 
condition they are full of kinks, which give and take 
enough to more than accommodate the alteration of 
length due to changes of temperature such as ocenr in 
practice.” 


It subsequently developed that 


This question of compensators for distant signal con- 
nections is one which railroad officials and signal engi- 
neers differ upon more than on any other one point in 
the whole art of signaling, and I cannot make myself 
believe that railroad companies have discarded the use 
of compensators, 

The question of using or omitting compensators is a 
serious one, which should be determined by actual test, 
covering a long period of time (so as to get a great range 
of temperature). The test should include automatic two- 
wire compensators, together with the method recom- 
mended by the Union Switch & Signal Co. of depending 
for this compensation on the kinks in the lines of wires 
for general uniform temperature, and the adjusting 
screws placed in the lines of wires for sudden changes 
of temperature. 

Thus far I have little faith in this modern kink meth- 
od of wire compensation, and have begun to think it 
is a business kink. I presume there might be some- 
thing in it, were the signal companies in control of the 
weather bureau and could they give us a nearly uniform 
temperature, sending out special notices in advance of 
any sudden change which might expand or contract the 
line of wires to any great extent,so that men could be 
stationed at each signal to make the necessary turns to 
the adjusting screws at the proper hour; but inasmuch 
as the signal companies are not thus empowered, and in- 
asmuch as we often have from 40 to 60 degrees change of 
temperature within 24 hours, let us analyze this kink 
method and see if the results obtained from our analysis 
do not correspond with what we find in practice. 

The wire usually used in signal work is what is known 
commercially as No. 9 special galvanized steel signal 
wire, and has a diameter of only 0.114 in. It is 
shipped in bundles about four feet in diameter, and 
has no kinks whatever which can be observed, 
This wire has more or less “stretch,” which must 
be taken up by means of the adjusting screws for 
the first few days after the signals are placed in service, 
unless it is previously stretched by means of a pulley 
block, or force of men, pulling on one end of the wire 
while the other is securely tied to the track. This method 
of taking out the stretch is very common among signal 
men, Now— 

First.—Supposing, that after this stretch was taken 
out and the signal adjusted to work perfectly witha 
uniform temperature, a fall of temperature of 10 or 15 
degrees takes place, which is an average change. The 
wires thereby become taut, having contracted enough to 
take up all the slack and kinks. What would be the 
result if the temperature should fall 30 or 40 degrees 
more’ Simply, the line of wire must either stretch or 
break. If it stretches, the wires for the next day's work, 
after the temperature has risen with the morning sun, 
will be very slack, the signal blade will not go down to 
its safety position when the lever is thrown, but remain 
ata “half-cocked” position, which may mean either 
danger or safety. If the wire breaks, of course the 
signal blade goes to danger, if properly connected up, 
but in either case a man must be sent to adjust or 
repair the connection. 

Second,—Supposing the temperature rises suddenly 
many degrees after the wires have been adjusted 
properly for average cold weather, what is the result 
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The kinks, if there are any, may take up a small | 
amount of the slack, but the balance remains in the line, 
and when the lever is thrown to safety the signal re- 
sponds only to a mid position and may mean safety 
or danger. 

Third.—Again, supposing that after the signal con- 
tractor has completed the erection of a plant, and has 
adjusted his kinked wires to an equal tension, warm | 
weather comes, the wires expand, and this expansion is | 
taken up by the adjusting screws through the efforts of | 
an ignorant signal repairer, who, unintentionally, per- 
haps, leaves the “ pull to safety” wire shorter than the 
*‘pull to danger,” which is practically cutting out the 
‘pull to danger” wire and depending upon gravity to 
return the signal blade to danger, what is the result- 
The first fall of temperature of any magnitude will con- 
tract both wires equally; the shorter, or ‘‘pull to safety,” 
wire will, however, pull the signal blade to the “ half 
cocked” position, and a safety signal be taken by an 
approaching train when “danger” was intended. 

Fourth.—Again it is a well-recognized fact with signal- 
men that constant pulling on a line of wire of any 
length stretches it, either by elongating it permanently, 
or by straightening out its kinks, hence the “pull to 
safety” wire, eventually, through constant use, becomes 
longer than the “pull to danger” wire, which, during the 
warm season, has no work to do. This elongation being 
taken up from time to time by the adjusting screws, 
what will be the result when a sudden fall of tempera- 
ture occurs? The ‘‘pull to danger” wire having had no 
stretch taken out of it still has the kinks, if such 
there are, and is capable of elongating enough by this 
very action of taking out the kinks, to permit the 
“pull to safety” wire to contract sufficiently to pull the 
signal blade to the “‘ half cocked” position, and a safety 
signal may be given when danger was intended. 

Fifth—Again, if all the signals in an extensive signal 
system were connected up without compensators, a sud- 
den change of ten:perature of any magnitude will throw 
a great many signals out of adjustment, which would 
require many men to adjust, and some of these men may 
have very poor judgment regarding the proper tension 
to give the wires, may simply adjust the “‘pull to safety” 
wire so that the signal blade will work properly, but 
leave the “pull to danger” wire out of adjustment, which 
surely will give a false reading of the signal at the next 
sudden change of temperature unless attended to in the 
meantime. 

Now, does this correspond with practice? Do we see 
all the conditions mentioned above occur in everyday 
work? All the above conditions have occurred under 
my personal observation. Signals have been erected 
under this modern “ kink ” method, have been carefully 
watched, daily reports made of all signal failures, and it 
was found that when the signals were adjusted to work 
perfectly Jduring the night, they have failed to work 
during the heat of the day without further adjustment 
during some portions of the year. Wires have been re- 
paired, broken by a sudden fall of temperature. False 
readings have been taken by approaching trains of the 
signal blades standing in the ‘ half cocked” position, 
and signals have been thrown out of service from their 
unreliability, and I do not believe it is possible with the 
general class of signal repairers to get anything like ac- 
curate work with our signals unless they are compen- 
sated. 

I have also carefully observed signals connected up 
with wires properly compensated and no adjusting 
serews whatever in the line to be meddled with, and 
have seen excellent results obtained from their use. 
Many of the lines of wire were not adjusted from the 
day they were placed in service to the present time. I 
have obtained excellent and satisfactory results from 
both the Mitchell & Stevens’ two-wire mechanical com- 
pensator and the improved Johnson liquid compensator, 
and I understand that no failures have occurred on the 
Erie with the former compensator since its first intro- 
duction in the latter part of 1888, by Mr. Mitchell, one of 
the inventors, and the signal engineer of that system at 
the time. 


I do not want it understood that I advocate the appli- 
cation of compensators on lines of signal connections 
less than 500 or 600 ft. in length, as in this distance a 
long stroke, and possibly the above-mentioned kinks, 
will give but a very slight variation in the stroke of the 
signal blade; but for all lines over 500 or 600 ft. in length 
compensators should be introduced. Usually from two 
to four distant @iginals are erected at interlocking points, 
and the extra ¢@8t will, therefore, vary from $70 to $140 
per plant; we gain thereby extra safety in the posi- 
tive throw of our signal blades. 

There is no doubt that compensators, if properly built, 
carefully erected and occasionally inspected, can be de- 
pended upon, and a large saving made in cost of mainte- 
nance, to say nothing about the increased safety of trains. 
The compensator to be adopted by each railroad system 
must be decided by a test, but from what I have seen of 
the Mitchell & Stevens: two-wire mechanical compensa- 
tor, 1 much prefer it for the following reasons: Ist. It 
being entirely mechanicalinits action. 2d. It maintain- 
ing a constant or uniform tension of both wires at all 
times and through all changes of temperature, said ten- 
sion being only sufficient to keep the wires taut. 3d. 
The ease with which signals can be operated at any dis- 
tance, as no counterweight whatever is raised, except 
the usual spectacle casting. 4th. The infallibility with 
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Delano Section. 


which either. wire will become disconnected when the 
other wire breaks, thus causing the signal to go imme- 
diately to danger. 5th. The adaptability of this 
compensator to any length of connection, without any 
change whatever, thus doing away with the necessity 
of keeping a stock of compensators on hand to cover all 
distances. 

The question of whether it is right to omit compensa- 
tors on long distance signals operated by wires, when it 
is a well recognized fact that signals without compen- 
sators often give false readings, and need to be frequently 
adjusted, may some day be answered in a court of jus- 
tice after an accident has occurred, causing loss of life, 
from the wrong reading of a signal standing in a false 
position. This question is a moral] as well as a financial 
one. If after a long test of modern automatic compen- 
sators they are found unreliable, then is the time to 
throw them_ away, but surely not without an exhaust- 
ive trial. SIGNAL ENGINEER. 





Tests of Stiffness of Rails. 


An advance sheet has been issued of a “postscript” to 
the paper of Mr. P. H. Dudley, on ‘“‘The Wear of Rails 
as Related to their Section,” read at the Ottawa meet- 
ing of the American Institute of Mining Engineers. 
That paper was published in our issue of Nov. 29, 1889. 
The Delano and McClure sections, tests of which are 
given in the paper now published, were shown in our 
issue of April 18, 1889, together with three other recent 
sections much like Delano’s. Those two sections are 
here reproduced. The distribution of metal in the sec- 
tions is as follows in percentages: 


Head. Web. Flange. 
OBE csc chs kaseu aiconebant es 41.00 21.46 37.54 
McClure......... issa5ce eee 18.95 33.54 


Mr. Dudley’s “ postscript” follows: 

Soon after the distribution of the preliminary pam- 
apretpens 9 of the above paper, I received the appended 
etter and tables from Mr. Fred. A. Delano, Engineer of 
the Bureau of Rail and Rail-Joint Inspection, Tests and 
Records of the Chicago, Burlington Quincy Railroad 
Co. The tables furnish such important data concerning 
the stiffness of rails, as modified by the quality of the 
metal, that I have obtained Mr. Delano’s permission to 
publish them in connection with my paper. 

It is proper to say here that my statement with regard 
to the stiffness of the New York Central 80-lb. rail was 
made at the New York meeting of the Institute in Feb- 
ruary, 1889, prior to the rolling of the Chicago, Burling- 
ton & Quincy experimental sections. The tests of those 
sections, as given in Tables I. and II., indicate an ex- 
cellent quality of metal, having a high elastic limit 
probably exceeding 65,000 lbs. per sq. in., for the meta 
in the base of the rails. Comparing these tests with the 
single one of the low-carbon 80-lo. rail of the New York 
Central, it will be seen that the metalin the latter takes 
a permanent set at a much lower strain. Tests of the 
same grade of metal in rails nearly as heavy indicate 
that the elastic limit of the metal in the base of the rail 
will not exceed 40,000 lbs. per sq. in. 

The average of the results of the Delano section shows 
reater stiffness than the single test of the New York 
Jentral, except at 10,000 lbs. The “‘moment of inertia” 

of the latter is 26.96. 


At 20,000 lbs. the Delano section is nearly : per cent. stiffer. 
4 000 ‘“ “ ‘“ 6 “ és 


“ 50,000 “ “ “ 6 “ . 
“ 60,000 ss “ 66 “ 


o 70,000 “ “ec ry 10 “ “ 
“ 80,000 “ “ “ 14 “ “ 
“ 90,000 “ “ “ 55 “ “ 


The elastic limit of the steel was passed between loads 
of 60,000 and 70,000 Ibs. 

The 80-Ib. section, the tests of which were reported in 
my paper, was a piece from the first 1,000 tons rolled. 
The percentage of carbon specified was from 0.45 to 0.50. 
Why the makers allowed it to go below, I have never 
understood. The carbon has since been specified as 0.60 
to 0.65, the stiffness and hardness of the rails being in- 
creased accordingly. 

Under the present heavy wheel-tonnage, rails are 
wearing more rapidly than formerly; the subject is 
being studied more carefully, and, asa consequence, 
rails of better physical properties are demanded. One 
railroad company, making tests of rails of its 
standard section as rolled by three different mills, 
was surprised to find a variation of over 20 per cent. 
in stiffness among the rails of the different makers. 
In hardness, the variation was even greater. 

It was clear, in this case, that the difference in physical 
properties could not be ascribed to differences in section, 
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McClure Section, 
EXPERIMENTAL RAIL SECTIONS—CHICAGO, BURLINGTON & QUINCY RAILROAD. 


but was due to differences in quality of metal. This 
has since been verified by comparisons of the wear of 
the rails in the track under practically the same ton- 


nage. 

The following are the letter and tables received from 
Mr. Delano: 

I have read with a good deal of interest the paper on 
rails which you read at the Ottawa meeting of the 
American Institute of Mining Engineers, and in view 
of the fact that your paper is having pretty wide circu- 
lation in the adneak tase, I venture to correct a 
statement which you make in regard to the stiffness of 
your New York Central 80-lb. rail. Last March the Chi- 
cago, Burlington & Quincy had 1,000 tons of each of two 
different sections of 85-lb. rail rolled at South Chicago 
for experiment; and, after the order was completed, four 
samples, 4 ft. long, were cut at random from rails on 
which the heat number was ae stamped (7. ¢., four 
of each section), and sent to the Watertown Arsenal for 
test. A partial report of the test, made in September, 
has been received, and I have tabulated it (see Table I.). 
This and the accompanying smaller sheet (Table IL.) 
will, I think, satisfy you that each of these 85-lb. rails 
is stiffer than the New York Central 80-lb. section, al- 
though you will note, from the actual weights of the 
samples tested, that the average weight of each of the 
groups is appreciably less than 85 Ibs. per yard. The 
vertical moments of inertia for these two sections are 
respectively 28.61 for the McClure and 27.34 for the De- 
lano section. How do these compare with your New 
York 8-lb. section? 

I think you will be interested in seeing that the 
McClure section, although having a higher moment of 
inertia, does not, from the Watertown tests, prove to be 
an or stiffer rail. This is what I worked for 
and what I expected. In regard to the chemical analysis 
given, I warn you not to build too much upon it, as it is 
simply the determination of the rolling-mill from the 
test-piece of the same heat number as the rails tested. 
The Watertown people have promised to make analy- 
ses from the actual samples, and these should be of 
value. 


[We have condensed the tables. Mr. Delano’s Table I 
gives deflection and set for four different tests of each 
section for loads varying by 2,000 lbs. up to 140,000 Ibs. 
We give only the averages for each 10,000 Ibs. We have 
added also the New York Central tests from Mr. Dud- 
ley's earlier paper. Mr. Delano’s Table II gives the 
determinations for four specimens of each section. We 
reproduce only the averages.—EDITOR. | 


TABLE I. 


Transverse Tests of 85-lb. rails for the C., B. & Q. R. R. 
made with the United States testing machine, at the 
Watertown Arsenal, Mass., Septemper 20, 1889, suppose 
30 inches apart; to which are added tests of the 80-lb. 
New York Central rail made on the same machine June 
21 and 22, 1888. 
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40,090 |.0372 | .037934| .0400 | -0006% 000944 0036 
50,000 |.0462%6| .046954| 0498 || 6... eee] cee eee eee 0048 
60,000 |.0551%4) .056054) 0597 ||... ee .eee| cece eens 
70,000 |.064544) .065214| .0722 || ......... S  Saapatnaraty 0085 
80,000 |.074144| .074844| .0855 002534 002014 0116 
90,000 7 | .085544) .1326 644) - 003834 0447 
100,000 | .096214) .097514| .2488 72 ft 1477 
110,000 |.111234) .1117%4| .4125 | -012914 : Sr 
120,000 39934 -1350%4) .6440 | -031944 -0250%4 .5143 
TABLE II. 
McClure. Delano. 
Deflection at 100,000 Ibs................. 1.0962 0.0975 
Sot BE TOO OOO INE, ....0 co coee cc cccesceccess 0.0072 0.00675 
Approximate elastic limit............ . 111,000 111,000 
Hardness, by pyramidal cutter... 22.915 24.935 
I cave nines) 04 avinkbebocsads 5.18 5.01 
NE I DONC ara cicinne.c-tcvacn'esiccev even 83.73 83.49 
RS es arciaktncen ss wekneaees Sale voeees 0.4225 0.4875 
WNONDs  ice Siaidnscdeuenvenececs’ Kes 0.0955 0.1023 


Notre.—The Delano has greater deflection and less set at 
100,000 lbs, than the McClure. 








Locomotive Turn-Table. 


The iron turn table which is illustrated herewith is a 
form that has been built for two or three years by the 
Chicago Forge & Bolt Co., and the design is the outcome 
of many years’ experience in this line of work, The 
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Section on A B. 


points of especial merit which are claimed for it may be | 
summed up as follows: The centre bearing being higher 
than the centre of gravity, the structure balances easily, 
The strain on all cast iron parts are in direct compari- 
son. The top centre piece, usually made of cast iron, is 
forged wrought iron. The lower bearing is made con- 
cave, of phosphorus bronze, and the upper bearing is of 
steel, convex in form. The faces of the bearings are 
ground together, insuring equal distribution of load, 
even when the turn-table is not perfectly horizontal. 

The centre bearing is 12 in. in diameter, covering an 
area about four times as great as is ordinarily used for 
iron turn-tables; the load per square inch on the surfaces 
in contact is therefore not sufficient to force out the oil. 
The centre casting is very heavy and strong, and weighs 
about 1,800 Ibs. The adjustment is accomplished by 
means of nuts in the suspension bolts, shown in the sec- 
tions. Jam nuts are used on these bolts, but are not shown 
inthe drawing. If it is necessary to take out the centre 
bearings, this may be done without jacking up the table 
—simply by blocking under the centre and removing the 
nuts of the suspension bolts. These turn-tables are riv- 
eted up complete at the works, ready to be put in 
position. 





Failure of the Walnut Grove Dam. 





The dam of the Walnut Grove Water Storage Co., near 
Prescott, Ariz., gave way Feb. 22, and the latest dis- 
patches indicate that it isalmost completely swept away, 
and that many lives and much property have been lost. 
The accounts, however, are so conflicting and so meager 
that it is impossible to say what the probable loss of life 
isor what was the cause of the failure of the dam- 
Thirty-four persons are now known to have been 
drowned. There had been heavy rains for several days, 
and the press dispatches state that the breach was 
caused by the water rising above the top of the dam at 
its middle. We reprint below an account of this dam, 
which was published in the Railroad Gazette of Nov. 9, 
1888, and which is an extract from a paper read by Mr, 
Luther Wagner before the Technical Association of the 
Pacific Coast. The dam was 400 ft. long on top and 110 
ft. high at the middle. It was 140 ft. wide at the bottom 
and 15 at the top. 

This dam ison Hassayampa Creek, about 35 miles south 
of Prescott, Ariz. The drainage area above the dam is 
390 square miles; aunual rainfall not known, but sup- 
posed to average l6in. The dam was built to store 
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6,000 to 8,000 ft. on the Bradshaw Mountains is the only 
available source of lumber supply, but the quality is very 
poor, knotty and unsound, and very brittle. The country 
rock at the dam site is a coarse-grained granite, easily 
quarried. The high price of good lumber, cement and 
supplies determined the choice of methods of construc- 
tion. 

Work was commenced on the dam by Prof. W. P, 
Blake, who carried a wall across the cafion to bedrock 
through about 20 ft. of sand and gravel. What his in- 
tentions were to do next is not known, as no records 
wcre made or kept by the company’s officers at the dam. 
He was succeeded by Col. E. N. Robinson as chief en. 
gineer, and the work was contracted for by Nagle & 
Leonard, of San Francisco. Under Colonel Robinson 
the dam was commenced in the rear of the Blake wall, 
and was described in the specifications as being com- 
posed of front and back walls 14 ft. at the hase and 4 ft. 
at the top, with loose rock filling between. The dam to 
be made water tight by a wooden skin or sheathing. 

Quarries were opened by the contractors upon both 
banks of the stream above the top of dam. The 
stone was loaded upon cars, having the bed inclined 
at about 15 deg.,and were lowered on the dam by a 
bull-wheel and brake, a three-rail railroad being laid on 
trestle across the dam, height from 10 to 15 ft. On the 
slope midway was a turnout so as to allow the loaded 
car to pass the empty car. ‘The loaded car was un. 
hooked on the level and run out and dumped and re- 
turned above by the next loaded car. The legs of the 
trestle were left in the wall; only the caps and stringers 
were raised. During the first stages of construction 
derricks were used to distribute the larger stones; later 
the centre was kept high and the stones for the wall 
were moved by bars. The effect of this upon the stability 
of the dam is bad, because it tends to form curved beds 
whose slope makes an acute angle with the directicn of 
the resultant pressure. 

Cedar logs 8 to 10 in. in diameter, by 6 ft. long, were 
built into the wall on the upper face, and projected out 
1 ft. Vertical stringers 6 in. = 10 in., of native pine, 
were bolted to the logs; the stringers were about 4 ft. 
apart; at the joints of the 6 « 10stringers a cedar log was 
built in the wall about 2 in. above the top of the stringers, 
and two 4 x 10 splice pieces bolted through the log and 
spiked to the 6 x 10 pieces with galvanic boat spikes, 
completed the joint. Upon the main wall of the dam a 
double planking of 3-in. boards was laid, having a tarred 
paper put on with tacks between the planks. The outer 
row of planks was calked with oakum, and painted with 






a heavy coat of paraftine paint (refined asphaltum dis- 
solved in carbon bisulphide). The junction of the plank 
skin and the bed rock was secured by Portland cement, 
Through the dam is a culvert3 x 4 ft. inside, about the 
| level of the old creek channel. This is boarded with 3 
in. plank inside, and has a gate to draw off the water 
| and waste it. 
| With 70 ft. of water above bed rock the dam leaked 141 
| in. (1.6 cu. ft. = lin.). Various theories were advanced 
| for the cause of the leak: one was, that settlement of 
the dam had forced an opening of the junction of the 
| inclined and horizontal skins; and anotker was that it 
leaked over the whole surface. The extreme right 
hand skin, below the bed of the stream, is made of but 
one plank. The machinery for draining the water was 
inadequate, and the men who did the cementing to bed 
rock assured me that they worked in 4 ft. of water, and 
that they did not go to bed rock, while per contra, the 
| Sub-contractor—“Whoop ‘em up, Jack !"—for the work 
assured me that it was well done. The probable cause 
of leakage, I believe, is all three of the reasons named. 

The contract for the dam proper was for 46,000 cu, yds.» 
lumped at $2.40 per cubic yard. The skin and cementing 
| was extra, Lumber cost about $15 at the dam; $2,000 
freight was paid on $1,000 worth of cement purchased in 
San Francisco, 

Labor was quite unreliable, perhaps owing to the pres- 
ence of saloons and gambling shops, and the totally in- 
adequate provision made for the comfort of the men by 
either the company or the contractor. This, coupled 
with the intense heat, poor water and food, did not offer 
suflicient inducements to attract a sober and reliable 
class of workmen, a point too often overlooked in the 
construction of a large work. 





The Works of E. P. Allis & Co. 





These well known manufacturers of stationary en- 
gines and pumping and general machinery, are driven 
with work. The rapid growth of the output continually 
demands improvements and extension, and the com- 
pany will soon erect a new machine shop covering all 
space available in the grounds. The new mill shop is 
228 ft. « 72 ft., has two floors, and is covered with corru- 
gated iron. A Baldwin l4in. x 24 in. locomotive is used 
tocarry work to switch cars ahout the yards. 

Among the novelties of these works is a pit lathe for 
turning grooved pulleys for rope transmission. This pit 
will take a wheel 40 ft. in diameter and 11 ft. 4 in. face. 
Overhead is placed a20ton crane. In the present ar- 
rangement eight tools can be run upon one wheel. 

In progress of construction is a mine pump for the 
Chapin mine. The size of this pump can be appreciated 
from the dimensions of the fly-wheel, which is 40 ft, in 
diameter and weighs 150 tons. 

One of the most interesting tools in this shop is the 
new electric crane built under the Shaw patents, which 
is considered by this company to be the finest crane in 
the market. In the new shops several of them will be 
placed. These cranes carry electric lights which are 
lighted by the currents which drive the machinery. Tur- 
ret lathes are here used to great advantage. 

Among the interesting machines manufactured here 
are numbers of band saws for heavy work. In four years 
125 of these machines have been built. The saw plates 
are 10 inches wide, and the wheels which carry the saws 
are nine feet in diameter. A recent improvement in this 
machine is the use of a heavy balance wheel for the lower 
wheel instead of the light ones ordinarily used. This 
makes the saw run steadier and gives it a greater capac. 
ity. The construction of these balance wheels is most 
ingenious. The spokes are interlaced when cast, and are 
made in such a way that nearly, if not all of the internal 
strains of the wheel are removed. 

Here are being constructed 17 blowing engines of enor- 
mous size, having 84-inch cylinders. They are of special 
design, and have been giving such good results that a 
large business is anticipated. One of the new pumping 
engines is to have a capacity of 18,000,000 gallons against 
310 ft. head. The cylinders are triple expansion, the low 
pressure being 104 inches in diameter. 

Among the improvements by Mr, Reynolds recently is 
a feed-water purifier located within the boiler. It con- 
sists of a vertical drum, arranged to collect all sediment 
and scale-producing impurities as soon as the water is 
heated. 

The electric companies are looking with favor upon 
large engines for driving dynamos, and this company 
finds an increased business in such work. Six 1,000 
horse-power engines are now building, and one 500 horse- 
power for the West End Railroad Co., to drive the elec- 
tric cars. These engines are triple expansion, and have 
30-ft. balance wheels. 

An extended use is made of steel castings for all sorts 
of clutches and hubs which must be strong and reliable. 
The castings which this company use are purchased in 
Alliance at a price of about 10 cents per pound, only the 
hest castings being used. 

The output of Reynolds’ stationary engine is about 
one per day. Some of these engines, which are of the 
Corliss type, have an 18 42in. cylinder, and are run at 
120 revolutions. Two thirds of the horse power of all 
the engines built at this works is for electric work. At 
the present time, seven engines of 1,000 H. P. each are 
being constructed for such uses, 

A curiosity in engine use is shown at this shop in the 
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revolutions for nearly 24 hours each working day for the 
past four years, It has not been repaired or had any 
thing done to it except: packing stuffing boxes and _ oil- 
ing. Noleak is observed in the packing ring, which is 
one single ring, or inthe valves. In another case one 
engine, a 12 x 36, ran seven years, averaging 19 hours 
per day and 80 revolutions without requiring new pack 


i ur 
ing. 


the drawing room is one of the best titted in the 
United States. The drawing tables are made of special 
design of several sizes, and in a manner to be accessible 
trom all sides, special attention being paid to the easy | 
production of drawings of large sizes. 
Indicating Locomotives. 


BY F. W. DEAN. | 
In the Railroad Gazette of Sept. 20, 1889, | described a | 
pantagraph indicator gear for locomotives, as applied by 
the Strong Locomotive Co, Since then I have had occa. | 
sion to use a similar arrngement on the Old Colony, of | 
which the following is a description: The indicator was | 
placed above the steam chest, and in order to reduce the | 
height of the stand which supports the indicator ONL 
the pantagraph was, ina sense, turned inside out from 
the arrangement used on the Strong engine, The height 
of the stand was thereby reduced some 6 in., and the 
transmitting rod was more conveniently connected to 
the pantagraph, and not by means of an overhung pin, as | 


before, 


This made a better and more durable job than 
theother. With these differences, the former descrip- 
tion applies to this, and it will always be found that this 
arrangement 
standard American engine, 

Incidentally it may be added that in the case of the 
Old Colony locomotive the arrangement of the operator's | 
seat deseribed in the above-mentioned issue of the [ail 
road Gazelle was used, namely, a piece of bent boiler 
plate above the cylinder, thus protecting the operator 
from injury from a flying piston or broken cylinder head. | 
This plate was curved to tit the top of the end of the 
cylinder casing, but was fastened only to the frame of 
the engine. Lt served its purpose admirably, 

{A set of indicator diagrams made with the rigging 
described by Mr. Dean on Old Colony locomotive No. Ls 
is given herewith. The diagrams are reproduced full size, 
anda table of the conditions under which they were made 
follows them. | 


works out better than the other for the | 


Steel Plate and Malleable tron in Car Construction. 


\t the February meeting of the Western Railway Club 
Mr. Kb. W. Mek. Hughes, Chief Engineer Fox Solid 
Pressed Steel Co., and Superintendent of Locomotives 
of the Northern State Railway of India, read a paper 
with the above title. Extracts from the paper follow : 

Improvement in construction can only be effected and 
made successful provided it fultilis three main condi- 
tions: Greater simplicity in construction, greater econ- 
omy either in manufacture or maintenance, or in both ; 
decreased weight, increased strength, and a reduction 
in parts making up the whole, Ido not know of any in- 
vention of late years that so meets with all the require- 
ments to achieve success as pressed steel in locomotive 
and car construction, A solid) pressed steel plate 
is produced complete and perfect at one heat, of suili- 
cient rigidity, transversely and longitudinally, so as to 
do away with the use of angle irons, 2nd thus reduce the 
weight and cost of manufacture, 

Take forexample the passenger and freight truck dia- 
grams before us. They are composed of very few parts, 
and of one single material, which possess complete homo- 
weneity, and uniform strength throughout, the quality of 
which is guaranteed by the shape it is pressed into. 
These trucks, therefore, cannot but be more serviceable. 
The system also possesses the recommendation of en- 
abling the various parts to be replaced in fac simile an 
indetinite number of times with the certainty of perfect 
interchangeability, thus reducing the labor in erection 
at the first start, and subsequent labor in maintenance 
and repairs. Besides this there is the additional advan- 
tage, that, in the case of injury by wreckage, the parts 
are capable of being restored to their original form at 
a rats cost ; and if so badly injured as to be past repair, 
they are valuable scrap. 

I will proceed to describe by the aid of diagrams and 
models the different styles of ¢rucks for passenger and 
freight service. Comparing them with the hitherto 
built trueks with channel bars, angle irons, truss rods 
and bolts augmented with cast iron, malleable castings 
and wood, a great contrast is afforded by the simple, 
elegant and uniform shapes of the pressed steel trucks. 

1 will now proceed to notice the practical and commer- 
cial considerations bearing on the subject of pressed 
steel One of the most important desiderata in connec- 
tion with ear construction in these days of low tariff 
rates is lightness. Pressed steel goes direct to this 
pom, as it reduces dead weight to be hauled. I cannot 

yvetter demonstrate this argument than by reference to 
actual forms now in the room; I mean these centre 
plates. 

Mr. Hughes showed steel centre plates saving 222 Ibs. 
per car over the cast iron plates which they replaced, or 
6,660 Ibs, in a train of 80 cars. He showed a steel truck 
for passenger cars $47 Ibs. lighter than an ordinary aver- 
age 4-wheel truck, saving 11,384 Ibs. in a G-car train. He 
showed also a freight truck designed to replace the dia- 
mond truck and weighing 1,200 Ibs. less, or 36,000 Ibs. 
saving in a 30-car train, 

Diagram No, 146 illustrates a novel form of freight 
truck. We have nothing to compare it with, unless we 
take a passenger truck, for in this case we are offering 
for freight service a truck that might, and will, carry a 
pamnenaer coach, The object aimed at in this truck has 

een to relieve it of (he severe concussions that are de- 
livered on the truck with a journal box rigid in the 
frame. This point is attained, as will be seen by placing 
the springs in the side frames and conveying ‘the load 
through them to the journals direct by the introduction 
of equalizers, 

This truck can be built either with or without end 
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sills. We may compare it for weight without ends to a 
diamond truck. It is estimated to weigh 5,115 Ibs., and 
the weight of a diamond truck to carry the same load 
(60,000 Ibs.) may be taken at 5,205 Ibs. Thus we have 90 
lbs. in favor of the steel truck which is carrying equal- 
izers Weighing 280 Ibs. In other words, we have a truck 
for freight service in which are contained portions that 
at the present time only exist in passenger service, 
and yet the weight is less by 90 lbs, than the ordinary 
rigid bolster diamond truck. 

Kconomy in maintenance is arrived at by the use of 
yressed steel in car construction. A standard design 
oon ing been tixed upon, each part can be produced an 
indetinite number of times with perfect 
Spare parts can, therefore, be held, and replacements 
elected without delay. This is a very valuable point in 
the use of such material, and the further we get to a 
standard throughout the country, the more 
will be the use of our pressed steel forms. Another im- 
portant feature in these trucks is their elasticity, which 
no other form possesses to such an extent, A frame 
having a high degree of elasticity cannot possibly de- 
stroy itself, as a rigid built one will. If the whole train 
is made up of such elastic trucks, it is capable, after re- 
ceiving a shock, of giving it back again, and under such 
circumstances little or no harm is done. I have closely 


STANDARD 18 


exactitude, | 


valuable | 


| truck. 


watched the effects of elasticity in our trucks moving | 


round curves and over bad roads and have been 
ished at the ease with which they worked. 
DISCUSSION, 

Mr. ScHROYER (C, & N, W.): [would like to ask Mr, 
Hughes to what extent he is using these particular 
forms in service on the roads in this country to-day, and 
also if these are the forms that 
and if he has used them for cars of the 
cars here ? 

Mr. Hugues: We have not any of them in use yet in 
the United States. We hope to have them very soon. | 
have used, in India, a truck very much of that pattern, 
of 26 gross tons, and they have worked admirably i 
pattern was so successful and so cheap that we adopted 
it, and we had only that one style of truck over the 
whole road for both passengers and freight. 

Mr. Scuoroyver: A centre plate in our service has not 
only to carry the load, but it has to take a sudden jar, 
and we have a good deal of backward and forward move- 
ment, and the inevitable result will be that the centre 
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quently are in our service. I have offered some of the 
pressed steel companies to let them make us our shapes, 
and let us put them in the service, but they have never 
made them yet. 

Mr. Forsyti: If Mr. Schroyer is having such an ex- 
perience with the swing motion trucks, would it not be 
well to consider whether the swing motion truck is a 
good thing? I think the greater trouble from the shocks 
which our cars are getting now arises from the sliding of 
ear bodies on the trucks, and I think that that trouble 
will be found most prevalent with swing bolstered 
trucks. 

Mr. ScHroy 





Every road that has a swing motion 
truck has a reason for using it. lam very certain that 
we have. Less power is required to pull a train of ears 
with a swing motion truck than with a rigid truck. It 
is harder on rails and curves, which are questions that 
must be considered in the use of any truck on a railroad; 
and these questions were duly considered before the 
swing motion truck was put into service on our road. 
There was atime when we used the rigid truck, and it 
was discontinued for the use of the present swing motion 
And while the original cost is greater, and also 
‘pr reed the cost of maintaining, yet is it not so much 
vetter, as to save expense somewhere else? 

Mr. HvuGues: With reference to Mr. Schroyer's re- 
marks about the trucks being knocked away from under- 
neath the car, Lunderstand that he does not in any 
way blame the pressed steel, but the shape of it, there- 
fore the objection he raises is common to both pressed 
steel and cast iron. My idea is to carry the load on the 
outer edge; that prevents the latteral motion that some 





| people have objection to on the truck. Now, I think 


he has used heretofore, | 
‘apacity of our | 


you will admit that this material will stand a side shock 
three times as great as cast iron will. 
Mr. VERBRYCK (C., R. I. & P.)—That form is the form 


of our cast-iron centre plate, and we are using a swing 


beam truck. We occasionally have a broken centre pin, 


, but T have never yet found that trucks with this form 


This | 


| termediate sills, or put 


pin will break off as a result of its having this move- | 


ment. Now, we have got up a centre plate with square 
shoulders to prevent that ditticulty in our service. Mr. 
Hughes refers more particularly to a rigid beam truck, 
and a rigid beam truck does not have that motion in the 
bolster that we have in the swing-motion truck. 

Mr. HuGurEs: We do not make one single form, nor do 
we say that that is the best form. We are prepared to 
make whatever we are called upon for. So far as the 
lateral thrust is concerned, | think these will carry a 
great deal more than the cast iron ones will. 

Mr. McKeENzIE: ‘The form of the centre 
shown, seems to be one that works very wel 
iron. 
plate getting out, whether it is a swing beam or a rigid 
truck. I think there are many cars running that have 
no king bolt at all. 
centre pin cuts in a centre bearing; if we can get some- 
thing that will prevent the corners from breaking off, it 
is the thing we want to talk about. 

Mr. SNow: We used to have a great many centre pins 


late, as | 
In cast | 
We do not have any trouble about the centre | 


I do not understand what figure the | 


broken, but not now. Our pin goes through the first bar | 


of the transom, and there we put on a cast iron collar, 
and that leaves the centre pin all loose. We used to 
have it rigid, and then it seed to break. We do not now 
have many broken transoms. 

Mr. WiLLIAM ForsyrH: A centre plate can be made 
in pressed steel which is just as good as any made in 
‘ast iron, so far as shape is concerned, and while it is so 
much lighter, it hasa tensile strength of 55,000 or 60,000 
Ibs. compared with 12,000 or 15,000 lbs. in cast iron. 

Mr. ScHRoyYER: The point that I make is the danger of 
having our trucks knocked from under cars as they fre- 


have been driven out from under the cars. 

Mr. ScHROYER: If your train crews are handling your 
trains as roughly as ours are now, it is certainly remark- 
able that they are not breaking them in this way. There 
is scarcely a dav but we have two or three cars coming 
into the yards with the trucks knocked out, and it is al- 
most invariably the case that we have to put in some in- 
in some wheels as the result of 
their being skidded by the weight of the car bearing on 
them. When we first changed from the rigid beam 
truck, we used a ball and socket joint, but we found that 
did not help matters as to centre plates being knocked 
out. So we made some very deep cast-iron shoulders on 
these plates. 

Mr. VERBRYCK: [think switchmen are about the same 
the world over, and if I had had much trouble about 
that, I think I should have found it out before now. 
Sometimes when lying in bea I have heard the cars come 
together and thought that there wouldn't be a car left 
on its trucks. 





Shops of the Wisconsin Central. 


The Wisconsin Central Shops at Waukesha are very 
well arranged for smajl shops. They are in charge of 
Mr. John Player, Superintendent of Motive Power. The 
visitor will tind there several interesting features. In 
the erecting shop the tracks are arranged side by side, 
each having a capacity for one engine. Traveling trans- 
versely over these tracks are two Yale & Towne cranes 
of 30 tons capacity. Outside of the buildings, across the 
ends of the tracks, travels a transfer table which is 
driven by electricity from an overhead wire, on the 
Sprague system. This table has a velocity of 250 feet 
per minute when unloaded, and by it and the two over- 
head traveling cranes locomotives can be readily trans- 
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” : : “ press- mar . Meanetfective Meanetfective Horse power 
Number of card, Revolut a ae t we seg ure. Pounds age pressure. j| pressure. o 
per minute. mene. per sq. in. RFOULIC. Front. Back. locomotive. 
Ris caceakrectammenak los Tho | 151 Full } 51.5 530 
Ri sacinn 176 7% | 155 Full 53.5 4 
§ ccieasahanhdveonans 1965 | 155 Full 35.7 422 
a aahrussicatowmestehs 200 | 150 Full 29.5 367 
D  Risdwdoedeasadeesd 208 414 H 143 Full 24.5 296 
6 220 iM 150 Full | 46.5 626 
7 308 76 157 Full 45.0 785 
Dace patsaieiaewswacd 3031 fae 155 Full 32.7 734 


Nore.—The spring of the indicator in each case was 100 
boiler pressure line. 


INDICATOR DIAGRAMS—OLD 


ferred or lifted during repairs or construction. The over- 
head cranes are not driven by an electric motor, but by 
power from the main shaft in the erecting shop. The 
electric current for the transfer table is obtained from 
an Edison dynamo inthe engine room, which is driven 
by a large Brown engine. 

The tools in the machine shop, which is in the same 
building with the erecting shop, are mostly new and in 
excellent order. The blacksmith shop is well equipped, 
and has large cubical contents in proportion to the num- 
ber of fires, and, being properly ventilated by straight 
vertical stacks over each fire, it is almost entirely free 
from smoke. The wood-working shop is a model one of 
its size. The arrangements for light in the roof and the 
construction of the trusses are commendable. There is 
no iron foundry at this point on the road, but a small 
brass foundry has been added sufficient in capacity to 
furnish all of the brasses and fittings required. 

All shops have their novelties in construction and 
methods, and this is no exception. One finds here the 
locomotive side rods made from bridge eye-bars, the bars 
being placed together and welded up, the eyes forming a 
satisfactory end for a solid end rod. The standard smoke 
stacks are made of cast iron throughout. In shape they 
are exactly the same asthe interior stack of the double 
straight stacks now so much used; that is, they are 
smaller in diameter about one-third of the height from 
the bottom. The driving boxes for the locomotives are 
made with strips of bearing metal inserted in the cast 


lbs. to the inch. The horizontal line above the cards is the 


COLONY LOCOMOTIVE NO. 148, 


iron box, and filled in between with babbitt. The cross. 
heads not only have brass gibs where they bear vertically 
against the guides, but alsoon the lateral or side bear- 
ings. 

One might think that new locomotives would re- 
quire but little overhauling, and especially when built 
with an understanding that they would be used bya 
road having small facilities; but this is not always the 
case evidently from the experience of the Wisconsin 
Central with some mogul engines built by a 
prominent locomotive works. In _ this case, the 
crank pins were so small and the centre of the main rod 
bearing was so far from the face of the wheel that it was 
found impossible to put inacrank pin of those dimen- 
sions of any material which would stand any reasonable 
length of time: and the change in diameter of 114 in. for 
the parallel bearing and 1 in. for the main bearing shows 
an error somewhere, as this is an enormous increase, and 
points to carelessness in design. On these same engines 
the counterbalance was so inadequate that two large 
balances have had to be bolted in. 

This road is just commencing to use cylinder head cas 
ings of pressed steel made by the Fox Pressed Steel Co, 





The Season's Work of the Rotary “Snow Shovel. 


Although this winter has been a remarkably open one 
there has nevertheless been unusual opportunity to test 
the capabilities of the machine snow plows in keeping 
open the railroads in certain regions, There has not 








been for years, and perhaps there has never been, such a 
series of severe snow blockades as have been experi- 
enced on the lines of the Southern Pacific and the Union 
Pacific this winter. We have already given our readers 
such details of the work of these machines as we have 
been able to collect from authentic sources. 

The rotary, of whicha large number are now in use, 
and which has been gradually developed through five or 
six years of actual experience, has, of course, been the 
one most widely used, Its first important work this 
season was in New Mexico; where a storm of great 
severity occurred in the early part of November, block- 
ading for a time a portion of the Denver, Texas & Fort 
Worth. The blockade on this line was opened by the 
rotary, and the General Manager, Mr. Meek, wasso well 
satisfied with its performance that he said ‘‘no well 
regulated road could afford to be without a rotary.” 

The same storm appeared about the same time in the 
Western part of Kansas, blocking the western division 
of the Chicago, Rock Island & Pacitie with snow, sand 
and ice. The company has, however, two rotary plows, 
with which the line was opened in a few hours. Laterq 
very severe storms began in the Rocky Mountains, the 
Sierras, and Cascades, extending from New Mexico to 
Washington. The Denver, South Park & Pacific was 
the first mountain road to feel the effects. This is a nar- 
row gauge line, and there was but one narrow gauge 
rotary available to keep it open. It being a line of heavy 
grades and sharp curves, the work there was unusually 
difficult. Heavy snow slides occurred, often exceeding 
20 ft. deep on the track, and the snow brought down was 
extremely compact and difficult to handle. Neverthe- 
less, the rotary succeeded in getting through the 
obstruction with no great delay except where rocks and 
trees were brought down with the slides and were 
buried in the mass of snow. On several occasions the 
machine was badly damaged by meeting such obstacles, 
and it has been a very difficult matter to keep the line 
open with but one plow. 

On the Colorado Midland also, there have been heavy 
storms with snow in some cases 13 ft. deep on the level, 
but it is reported that no trains have been seriously delay 
ed as the rotary has been efficient in patrolling the line. 
Local accounts say that this road has not been blockaded 
a whole day through the season, one rotary having kept 
open the line of 250 miles. It was this machine that was 
sent down early in the season to open the Denver, ‘Texas 
& Ft. Worth. 

The Denver & Rio Grande has two rotaries and has 
been more successful than in any preceding winter in 
keeping its line open. 

On the lines of the Central Pacific severe storms set 
in the latter part of November, but the road was suc- 
cessfully kept open for along time with but one machine, 
which the company bought two years ago and had never 
before had an opportunity of severely testing. Eventu- 
ally, however, heavier storms and snowslides of great 
volume made it impossible to keep the line cleared with 
but one machine. The General Superintendent bas ex. 
pressed himself as being satistied that if he had three or 
four rotaries at his command no blockade wouid have 
taken place, and he states that the rotary which he bor- 
rowed from the Union Pacific to open the west end of 
the Salt Lake division did more work in six hours than 
could have been done by 500 men in a week. During 
these storms the rotary was in continuous service for 
14 days and nights. An excellent account of the January 
blockades, from official sources, was given inthe Pail- 
road Gazette Jan, 31 

The Northern Pacific has four rotaries, and the line has 
so far been kept open with no delays lasting more than 
a few hours, and officials of the company state that 
practically the line has not been blockaded this winter. 

This is the third winter that the rotary has been used 
on the line of the Oregon Railway and Navigation Com- 
pany, where two are now in service, and it is claimed 
that they have never failed to keep the line open unti 
one of them became disabled in the mountains a few 
weeks ago. 


Train Accidents in January. 
COLLISIONS. 
REAR. 


Ist, on Illinois Central, at De Soto, D1, freight train 
broke in two and the rear portion was run into by a fol- 
lowing freight, badly wrecking engine and 18 cars. 

1st, on Central of New Jersey, near Phillipsburg, N. 
J., freight train with a helper at the rear broke in two, 
and in attempting to recouple the two portions they 
collided at a curve. A closely following freight ran into 
the helper of the disabled train, wrecking two engines, 
caboose and several cars. Two men riding in the caboose 
injured. 

3d, on East Tennessee, Virginia & Georgia, at Philips 
Station, Ga., a passenger train was run into at the rear 
by a freight train, damaging the rear car, injuring two 
passengers. The other passengers escaped from the car 
before the collision. 

4th, on Chicago, Rock Island & Pacific, near Malcolm, 
Ia., a freight train ran into the rear of another freight 
in a dense fog, wrecking engine and four cars. Three 
drovers riding in the caboose killed, and several drovers 
and trainmen injured. 

7th, on St. Louis, Iron Mountain & Southern, near 
Poplar Bluff, Mo., freight train ran into the rear of 
another freight. wrecking six cars and overturning the 
engine in the ditch. Four trainmen injured. 

8th, Northern Pacific, near Almira, Wash., the fore- 
most of two engines pushing a snow plow was crushed 
bet ween the other engine and the plow, and the engineer 
and fireman were badly injured. 

8th, on West Shore, near Fairport, N. Y., freight train 
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ran into the rear of another freight, doing some damage. 

8th, on Rome, Watertown & Ogdensburg, near Water- 
town, N. Y., a freight train ran into the rear of another 
freight, wrecking 14 coal cars. 

10th, on Galveston, Harrisburg & San Antonio, near 
Hondo, Tex., a freight train broke in two, and the rear 
section collided with the forward one, doing some 
damage. Two trainmen injured, 

10th, on Georgia Pacific, near Henry Ellen, Ala., 
freight train ran into the rear of another freight, wreck- 
ing caboose and one car. 

lith, on East Tennessee, Virginia & Georgia, near Bul- 
lards, Ga., a tool car containing eight laborers was 
pushed by an engine into a car loaded with poles stand- 
ing on the main track. Both cars were wrecked. The 
tool car was overturned, killing one laborer and injuring 
four others. 

llth, on Philadelphia, Wilmington & Baltimore, near 
Wilmington, Del., an accommodation train ran over a 
misplaced switch and into some freight cars standing on 
a sic “ track, disabling the engine. Three trainmen in- 
jured. 

llth, on Pennsylvania, at New Florence, Pa., a freight 
train ran into the rear of another freight, damaging en- 
«ine, caboose and three cars. 

12th, on Pittsburgh, Cincinnati & St. Louis, near Union- 
port, O.,a freight (first No. 70) broke in two, and, the 
flagman failing to go back far enough, the rear portion 
was run into by the second section. The third section 
was flagged and stopped, but the flagman of the third 
section did not get back far enough, and the fourth sec- 
tion collided with it. Two engines, two cabooses and 
i2 cars damaged. A fire started, and the consumable 
portion of the engine of the second section and several 
cars were destroyed. 

3th, on Cineinnati, Hamilton & Dayton, at Milton 
Station, O., a southbound passenger train collided with 
a box car which a gale had blown out of a siding on to 
the main track. The engine was overturned in the ditch 
and the baggage and express cars piled on top of it. En- 
gineer, fireman and express messenger injured. 

l4th, on Philadelphia & Reading, near Snydertown, Pa., 
freight train ran into the rear of a preceding freight. 
Engine and 10 cars wrecked. Conductor killed, several 
trainmen injured. 

17th, 7p. m., on Cincinnati, Hamilton & Dayton, at 
Winton | he O., a southbound accommodation train 
which had just left the station was run into at the rear 
by a fast express train, the engine of the latter, the ‘* A. 
G. Darwin,” demolishing one-half of the rear car of the 
accommodation, badly damaging the others, and over- 
turning stoves or lamps sufliciently to start fire in 
several shecun. The rear car of the accommodation was 
a combination baggage and express car, and there were 
but few passengers in it. Three passengers and two 
trainmen killed, two passengers and two trainmen in- 
jured. The block system is in use on this portion of the 
road, and the collision resulted from a wrong signal 
given at Carthage. The operator was anxious to avoid 
delaying the express, and so concluded to give its engi- 
neer the caution signal instead of holding him until the 
block was clear. It appears that a caution signal is 
given by showing white by the semaphore and green by 
ahand lantern, and that the operator displayed the 
fixed white signal before he had succeeded in lighting 
his lantern with which to give the green signal. While 
he was trying to light the lantern the express train 
passed by. 

17th, on New York, Lake Erie & Western, at Blooming 
Grove, N. Y., a freight train which had stopped to cool 
a hot box was run into by a following freight, though a 
flagman immediately went back. Engine and a number 
of cars wrecked. Brakeman killed. 

17th, on Georgia Pacific, near Leeds, Ala., a freight 
train, the engine of which had been cut loose for the 
weiner of getting coal, was run into at the rear bya 
ollowing freight train, wrecking the engine and several 
cars. 

Ikth, on Georgia Pacific, at Riverside, Ala., a west- 
bound passenger train ran into the rear of a freight 
which had stopped onacurve. Engine, caboose and 
three cars waesiea, Engineer killed. 

19th, on New York, Lake Erie & Western, near Sus- 
quehanna, Pa., a passenger train ran over a misplaced 
switch and into some freight cars standing on a siding, 
damaging engine and 12 coaches and demolishing a 
number of freight cars. One passenger injured. 

2Ist, on Missouri Pacific, at Omaha, Neb., a suburban 
passenger train was run into at the rear by the forward 
— ion of a detached freight train, which was being run 
ast in an endeavor to evade the rear part. Several 
coaches smashed and the switch engine Seoniiea. One 
ili killed, conductor and seven passengers in- 
jured, 

2Iist, on Baltimore & Ohio, at Glen Easton, Pa., a 
freight train ran into the rear of another freight, wreck- 
ing the engine, caboose and ten cars. Conductor killed, 
engineer and fireman injured. 

22d, on Columbus & Western, at Salem, Ala., a freight 
ran into the rear of another freight, doing considerable 
damage. Engineer injured. 

25th, Chicago, Milwaukee & St. Paul, at Deertield, IIL, 
a fast freight ran into the rear of a preceding freight 
standing at the station. 

25th, on the Pennsylvania at Claremont, Pa., passen- 
ger train standing at the station was run into at the 
rear by a freight train, wrecking the rear car of the 
yassenger train for half its length. ‘The passengers had, 
1owever, seen the headlight of the approaching freight 
and escaped. Fireman and brakeman injured by jump- 
ing. 
26th, on Lake Shore & Michigan Southern, at Bay 
Ridge, O., freight train ran into the rear of a preceding 
freight, wrecking six cars. Conductor killed. 

28th, midnight, on New York, Lake Erie & Western, 
at Owego, N. Y., passenger train No. 12, standing at 
the station, was run into at the rear by the Wells-Fargo 
Express train No. 14. Six passengers injured. It is 
onid that No. 14 was entering the station at reckless 
speed. 

29th, on Illinois Central at Milan, ‘lenn., freight train 
ran over a misplaced switch and into some freight cars 
standing on the side track, badly wrecking them. Engi- 
neer fem fireman injured. 

29th, on Georgia Southern & Florida, near Inaha, Ga., 
freight train ran into the rear of a preceding freight, 
damaging a number of cars. 

30th, on Ilinois Central, at Van Bureu street, Chica- 
wo, a suburban passenger train running eight miles per 
hour struck the rear of a preceding passenger running 
four miles per hour. One passenger slightly injured. 
(here was a dense fog at the time. 

Sist, 3a. m., on Gulf, Colorado & Santa Fe, at Alvara- 
do, Tex., freight train standing at the station was run 
into at the rear by a foliowing freight, wrecking several 
cars and burning up three. ; . 





BUTTING. 

2d, on Baltimore & Ohio, near Alta, O., butting 
collision between two passenger trains due to a mis- 
placed switch, damaging both engines. 

2d, on Missouri Pacific, near Wichita, Kan., butting 
collision between freight trains, causing considerable 
damage. ‘T'wo trainmen killed. 

2d, on Central of Georgia, at Eden, Ga., butting col- 
lision between two passenger trains. <A dense fog 
obscured the signals. Both engines and a number of cars 
damaged. Six passengers injured. 

2d, on East Tennessee, Virginia & Georgia, near Knox- 
ville, Tenn., butting collision between northbound pas- 
senger train and a freight, wrecking both engines. Two 
firemen killed. The baggage car caught fire and was 
consumed, 

2d, on Missouri Pacific, near Washington, Mo., butting 
collision between freight trains, wrecking the forward 
portion of each train. Engineer and brakeman killed. 

3d, on Illinois Central, at Eskridge, Miss., butting 


collision between freight trains, caused by an operator's | 


mistake. Engines and 14 cars wrecked. Engineer in- 
jured. 

3d, on Baltimore & Ohio, near Mansfield, O., butting 
collision between passenger and freight trains, disabling 
both engines, deraiiing a mail car and injuring a train- 
man. ‘The passenger was three hours late and the 
runner of the freight apparently forgot his orders, 

5th, on Orevon Railway & Navigation Ce.’s road, near 
Willows, Or., butting collision between passenger and 
freight trains. Fireman killed. 

ith, On Cheshire Railroad, near Westmoreland, N. H., 
butting collision between two freight trains, doing con- 
siderable damage. Engineer and fireman killed and sev 
eral other trainmen injured, 

7th, on Pennsylvania near Belvidere junction, N. J., 
butting collision between a work train engine going to 
Belvidere for water and a Lehigh & Hudson coal train, 
wrecking both engines and a number of cars. The engi- 
neer of the work train was killed. The other engineer 
was uninjured. 

7th, on Cnion Pacific, at Howell, Wyo., butting collis- 
ion between westbound passenger and a-freight train, on 
a curve, disabling both engines and damaging several 
cars in each train. Two trainmen injured. The freight 
crew had apparently forgotten all about the other train. 

llth, on Western New York & Pennsylvania, near 
Cuba, N. Y., butting collision between a northbound 
and a southbound freight: one brakeman killed. It is 
said that the operator at Hinsdale neglected to deliver 
an order to the northbound freight, Engines and sevy- 
eral cars badly wrecked. 

llth, on Chicago & Northwestern, at Evanston, II1., 
butting collision between passenger and freight trains, 
due to a misplaced switch, doing considerable damage. 

13th, on Burlington & Missouri River, near Burchard, 
Neb., butting collision between snow plow and a 
freight, disabling both engines, 

Lith, on Pennsylvania, near Linden, N. J... butting 
collision between two freights, wrecking engines and 
several cars. 

lith, on Columbus & Western, near Opelika, Ala., 
butting collision between two freight trains on a curve 
inacut, due to misinterpretation of orders. Engine 
and several cars wrecked. Three trainmen killed. 

l6th, Central of Georgia, near Opelika, Ala., butting 
collision between freight trains, badly damaging both 
engines, and wrecking several cars. One trainman was 
injured, 

22d, on South Carolina Railroad at Summerville, S. C., 
ara train ran over a misplaced switch and into the 
1ead of a passenger train standing on the side track. 
Five trainmen injured, 

22d, on Chicago, Burlington & Quincy, near Stanton, 
fa., butting collision beween a westbound passenger 
train and a freight train, both of which were running at 
high speed. Engineer badly injured. The freight was 
running on the passenger train’s time. 

23d, on Baltimore & Ohio near Cambridge, O., butt- 
ing collision between a passenger and a freight train, 
wrecking several freight cars. One brakeman killed. 
[t is said that the men on the freight train misread a 
telegraphic order. 

25th, On the Central of Georgia at Camp Hill, Ala., 
butting collision between freight trains. Fireman 
killed and seven trainmen injured. Engines and 20cars 
wrecked and most of the wreck burned up. It is said 
a dispatcher gave conflicting orders. 

80th, on the Kansas City, Memphis & Birmingham, 
in Memphis, Tenn., butting collision between a passen 
ger and freight train, injuring five passengers and one 
trespasser. 

30th, on the International & Great Northern, at High- 
land, 'Tex., butting collision between passenger trains 
while one of them was entering a side track. There was 
a dense fog at the time. 

dist, 4a. m., on Central of Georgia, at Everett, Ga., 
butting collision between freight trains, caused by the 
failure of an operator to deliver orders. Several cars 
wrecked, 





CROSSING AND MISCELLANEOUS, 

2d, on Kall Brook Coal Co.’s road, at Niles Valley, Pa., 
as a freight train was entering the siding the rear por- 
tion was run into by another freight bound in the oppo- 
site direction. Engine overturned in the ditch anda 
number of cars badly damaged. Brakeman injured. 

7th, on Louisville, New Orleans & Texas, at Memphis, 
Tenn, collision between a passenger train and a freight 
entering a side track, damaging both engines, baggage 
car, one coach and three freight cars. 

9th, on Pennsylvania road, near Glens Mills, Pa., two 
flat cars were mischievously started out of a siding, and 
they ran down grade into the head of a passenger train. 
The passenger runner espied the runaway cars, reversed 
his engine and was moving backwards when the cars 
struck. Engine disabled. 

lith, at the crossing in New Orleans, La., a Shell 


Beach passenger train was run into by a New Orleans & | 


Northeastern switching freight, damaging two coaches 
and the switch engine. 


12th, on New York, Providence & Boston, at Provi- | 


dence, R. I., passenger train leaving the station struck 
the side of the baggage car and engine of another pas- 
senger train standing on an adjoining track, overturn- 
ing the engine of the former. 

13th, on Kansas City, Wyandotte & Northwestern, at 
Leavenworth, Kan., as a passenger train was leaving 
the station a switching freight was backed into one of 
the coaches, doing some damage. 

15th, Jacksonville & Southeastern, near Centralia, LiL, 
collision between a freight and a construction train, 
wrecking a number of cars. 

16th, on Louisville & Nashville, at Franklin, Tenn., 
freight train ran into the side of another freight train 
standing on a crossover. 

17th, at St. Joseph, Mo., collision between Hannibal & 
St. Joseph and Chicago, Rock Island & Pacific passenger 


trains, damaging several cars of the latter and the engine 
of the other train. 
18th, on East Tennessee, Virginia & Georgia, near 
Macon, Ga., collision at a ‘‘ Y” between a passenger train 
and a switching engine, derailing the latter and disabling 
the passenger engine. 
19th, at the junction at Glen Jean, O., collision be- 
tween Scioto Valley and Ohio Southern freight trains, 
wrecking one engine and nine cars and demolishing a 
station building. Brakeman killed. 
24th, on Pittsburgh & Western, near Niles, O., an en- 
wine ran into some cars standing on the crossing of the 
Pittsburgh, Painesville and Fairport Railroad. The 
concussion broke a steam pipe and the engineer and 
fireman jumped off. The engine then started with no 
one upon it and ran to Girard, six miles, where the 
operator (having been notified) turned it upon the side 
track, wrecking six cars. 
25th, at Union Depot, Duluth, Minn., collision between 
a switching train and a freight train, damaging several 
cars. 
29th, 2 a. m., on the Central of Georgia, at Columbus, 
Ga., freight train entering upon the Columbus & West- 
ern division ran into the side of a heavy freight engine, 
badly damaging both engines. 
30th, at Elgin, lil, a Chicago, Milwaukee & St. Paul 
freight and a Chicago & Northwestern freight collided 
at the crossing of the two roads, wrecking several cars 
and blocking the track all day. 
30th, on Southern Pacific, at Galveston, Tex., a col- 
|lision between a freight and a yard engine in a dense 
fog ; three employés and a tramp injured. 
3Uth,on the Nashville, Chattanooga & St. Louis, at 
Bolivar, Ala., a Memphis & Charleston freight ran into 
the side of another freight entering a side track, wreck- 
ing several cars and overturning the engine. 
30th, on the Illinois Central, Sixty-seventh street, 
Chicago, collision between a passenger train and a switch 
engine, both moving very slowly. There was a dense 
fog at the time. Cause, misplaced switch. 
31lst,on Delaware, Lackawanna & Western,at Hoboken, 
N. J., passenger train entering the station struck an 
empty switching passenger train, badly damaging four 
cars. 


DERAILMENTS. 
DEFECTS OF ROAD. 

2d, on Central of Georgia, near Griffin, Ga., hind truck 
of rear car of passenger train thrown from the track by 
a broken rail. 

2d, on San Antonio & Aransas Pass, near Lockhart, 
Tex., engine of mixed train thrown from the track by 
the spreading of the rails. Express messenger injured. 

2d, on San Antonio & Aransas Pass, near Hallettsville, 
Tex., a bridge over Lavaca River, which had been im- 
paired by a freshet, gave way under a freight train, the 
engine and 20 cars going down, much of the wreck being 
carried away by the swollen stream. Three trainmen 
and a tramp drowned, 1 passenger killed, and 2 trainmen 
injured. 

7th, on Missouri Pacific, near New Haven, Mo., freight 
train thrown from the track by a broken rail, wrecking 
14 cars. 

8th, on Denver & Rio Grande Westerr, near Battle 
Creek, Utah, 2 cars of freight train thrown from the 
track by the spreading of;the rails. 

9th, on Union Pacific, at Sidney, Neb., passenger train 
moving at speed was thrown from the track by a broken 
rail and overturned in the ditch. Fire broke out, and 
all but the two rear cars (sleepers) were burned up. 
Baggageman and two passengers injured. 

12th, on Northern Pacific, near Hot Springs, Wash., 
seven cars of a passenger train were thrown from the 
track by a broken rail, and most of them overturned. 
The train was detained 24 hours. No one seriously in- 
jured. 

14th, on Seattle, Lake Shore & Eastern, near Ballard, 
Wash.. engine and two cars of a passenger train derailed 
by a defective frog. 

14th, on Toledo & Ohio Central, at Prairie Depot, ., 
10 cars of freight train derailed by a defective switch. 

Mth, on Louisville & Nashville near Palmyra, Tenn., 
the greater portion of a freight train went through a 
bridge which had been weakened by higlf water. Most 
of the cars were loaded with lime, which, igniting the 
wreck, caused a considerable fire. 

15th, on New York, Ontario & Western, at Utica, N. 
Y., four cars of a switching freight train were derailed 
and thrown across the track by a defective switch. 

16th, on Louisville & Nashville, at Pulaski, Tenn., en- 
xine of passenger train derailed by a defective switch. 

18th, on East & West Alabama, near Opelika, Ala., 
engine and five cars of a freight train thrown from the 
track by a broken rail. ° 

19th, on Burlington & Missouri River, near Seward, 
Neb., yard engine thrown from the track by a_ broken 
railand upset. Firemen killed, engineer injured. 

25th, 2 a. m., on the Rio Grande Western, near 
Sunny Side, Utah, passenger train running 15 miles an 
hour derailed by broken rail. One passenger car over- 
turned; conductor and four passengers injured. 

27th, 8 a. m., on the Louisville, New Albany & Chicago, 
near Carmel, Lnd., passenger train derailed by spreading 
of rails near the trestle over Wilkinson Creek. Three 
passenger cars, including one sleeper, went down into 
the creek and were partially burned by fire which im- 
mediately broke out. Six passengers killed and 26 in- 
jured. The coroner's verdict states that the outer rail 
on the track where the derailment occurred was not 
securely fastened, some of the sleepers being unsound. 


DEFECTS OF EQUIPMENT’. 

Ist, Norfolk & Western, near Ada, W. Va., two cars 
of a freight train derailed and wrecked by a broken 

wheel, at the foot of a four-mile grade. 

Ist, on Pennsylvania road, near Allegrippus, Pa., a 
| wheel under a carina freight train broke, and seven 
cars, including two tank cars containing oil, were 
smashed, some of the débris blocking the adjoining 
track. Owing to the spilled oil on the ground no loco- 
motive could pass for several hours. 

2d, on New York Central & Hudson River, near Yon- 
kers, N. Y., an axle under a car of a freight train broke 
and several cars were wrecked, one of them going into 
the Hudson River. 

7th, on Boston & Albany, in East Boston, Mass., four 
rear cars of freight train derailed by the breaking of a 
brake beam, demolishing a fiagman’s shanty. 

i3th, on George's Creek & Cumberland, near Lonacon- 
ing, Md., axle under car of freight train broke, wrecking 
16 cars. Brakeman killed. 

16th, on Central of New Jersey, at Plaintield, N. J., a 
wheel under a car iz: the forward part of a freight train 
broke, causing 20 cars to be piled up at the foot of an 
embankment in a very bad wreck. 
20th, on Georgia, Southern & Florida at Mossy Creek, 
| os, sree cars of a freight train derailed by a broken 
| truck. 
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2lst, on Louisville & Nashville, near Edgefield Junc- 
tion, Tenn., freight car derailed by broken truck. 

21st, on International & Great Northern, near Gal- 
veston, Tex., passenger train derailed ona trestle by a 
broken truck under amail car. The tender, mail, ex- 
press and two passenger cars were tipped off the trestle 
and thrown on their sides in a marsh. Eight passengers 
injured. 

28th, Pittsburg, Cincinnati & St. Louis, Wellsburg, W. 
Va., 10 cars of a freight train derailed by a broken truck. 

30th, on the Central of Georgia, near Smarrs, Ga., two 
cars of a freight train derailed by a broken truck. 

30th, on Chicago, Rock Island & Pacific, near Galla- 
tin, _ eight cars of a freight train derailed by a broken 
truck, 

NEGLIGENCE IN OPERATING. 

4th, on Western New York & Pennsylvania, near 
ohneee, Pa., a freight train, which had become uncon- 
trollable in descending a heavy grade, dashed down the 
incline and was derailed, three box cars and 29 tank cars 
being piled up ina bad wreck. Two brakemen killed, 
one injured. 

5th, on Fall Brook Coal Co.’s road, near Wellsboro, Pa., 
the derrick of a wrecking car struck the top of a bridge, 
causing it to give a The car went down with the 
bridge, killing two employés, and injuring 18 others. 

7th, on New York, Lake Erie & Western, near Burns, 
N. Y., a Lehigh Valley freight was derailed at a point 
where track repairs were in progress, damaging engine 
and li cars, A flagman sent out failed to give proper 
warning. Two trainmen injured. 

13th, on Norfolk & Western, near Crewe, Va., engine 
and 14 cars of a freight train derailed where some rails 
were out for repairs. It is said that a proper danger 
signal was exhibited by the section master. 

14th, on Baltimore & Ohio, at Parkersburg, W. Va., 
three tank cars of a switching freight were backed off 
the end of the track and badly damaged. 

21st, on the Central of Georgia, at atoia, Ga., eight 
cars of a freight train derailed and ditched by a loose 
raii at a point where track repairs were in progress. 

2lst, about 11 a. m., on Long Island Railroad, near 
Blissville, N. Y., a westbound passenger train approach- 
ing the drawbridge over Dutch Kills was not controlled, 
and the forward truck of the engine ran off the end of 
the rails on to the sleepers of the draw span. The engi- 
neer ran past the distant signal without noticing that it 
was at danger, and also failed to heed the home signal, 
though he came to himself several rods before reaching 
the opening, and tried to stop. The draw tender had 
seen the situation, however, and took measures to close 
the draw, and had nearly succeeded in doing so before 
the train struck it. 

24th, 6:30 p. m., on New York, New Haven & Hartford, 
near Naugatuck Junction, Conn., engine and three cars 
of the eastbound Shore Line express were thrown off the 
track at the derailing switch at the approach to the 
drawbridge over the Housatonic River, the engineer 
having disregarded the signals. The bridge was closed, 
but the rails had not been fastened. 

24th, on the Long Island Railroad at Garden City, L. L, 
passenger train derailed by misplaced switch. The loco- 
motive was overturned and thrown down an embank- 
ment. 

28th, on Central New England & Western at Canaan, 
Conn., an engine attempting to make a running switch 
was derailed. 

30th, on Florida Central & Peninsula, at Tallahassee, 
Fla., freight train became uncontrollable while descend- 
ing a grade and 13 cars were derailed and wrecked. 


UNFORESEEN OBSTRUCTIONS, 


lst, on Atchison, Topeka & Santa Fe, near San Juan, 
Col., passenger train derailed and engine overturned by 
running into a landslide. Engineer killed. 

Ist, on St. Louis, Arkansas & Texas, near Wabaseca, 
Ark., a passenger train ran into some mules and the 
engine and baggage car were derailed and ditched. 


3rd, on the Atlantic & Pacific, near Winslow, Ariz.- 
freight train derailed by cattle on the track. One brake‘ 
man injured. 

3d, on Wabash, at Monticello, Ind., engine of freight 
train damaged by a large rock said to have been malic- 
iously placed upon the track. 

5th, on Shenandoah Valley road, at Chew’s Switch, 
W. Va., a freight train was turned on to a spur track by 
a switch which had been maliciously misplaced, and ran 
off the end of the track into an embankment. Engine 
and eight cars wrecked. Two trainmen injured. 

6th, on Shenandoah Valley, near Hagerstown, Md., 
freight train derailed by a rock which had fallen upon 
the - ae Engine badly wrecked and two trainmen in- 
jured. 

6th, on St. Louis, Iron Mountain & Southern, near 
Little Rock, Ark., engine of freight train derailed and 
damaged by a heavy chain which had been maliciously 
placed on the rails. 

8th, on Boston & Maine, at South Lawrence, Mass., 
freight train derailed by an obstruction which had been 
maieconing pope upon the track, wrecking engine and 
six cars. Brakeman injured. 

12th, on New York, Lake Erie & Western, near Camp- 
ville, N. Y., a passenger train ran into a tree which had 
been blown down across the track. The headlight of the 
engine was torn off and a number of windows smashed. 

13th, on Lake Erie & Western, at Wagner's, Ind., a 
northbound express train ran into a fallen tree, derail- 
ing engine, baggage and express cars and one coach. 
Two trainmen injured. 

14th, on New York, Chicago & St. Louis, near Town- 
send, O., a freight train ran intoa tree which had been 
blown down across the track, wrecking engine and 14 


cars. 

19th, on Missouri, Kansas & Texas, at Waxahatchie, 
Tex., engine, tender and baggage car of passenger train 
derailed at a switch which had been tampered with. 

2ist, on Philadelphia & yore near Shamokin, Pa., 
a freight train ran into a landslide. The engine and 10 
cars were derailed and thrown intoa creek, killing the 
engineer and injuring a brakeman. 

23d,on Union Pacific, near Baker City, Or., rotary 
snow plow pushed by two engines derailed, killing con- 
ductor, engineer and fireman. Engines and plow badly 
damaged. 

25th, on the Denver & Rio Grande, at Monument, Colo., 
an express train of seven cars, about to stop at the sta- 
tion, was overturned by the wind. Sixteen passengers 
were injured. Three of the cars immediately took fire, 
but by heroic efforts the trainmen extinguished the 
flames before any person was burned. 

25th, on the Union Pacific, near Berthoud, Colo., freight 
train derailed by sand which had drifted on the track. 
Engineer and fireman buried under the engine and 
burned to death. 

25th, on the Denver & Rio Grande, at Pring, Colo., 
{oelgiat train derailed by sand which had drifted on the 
rack, 





25th, on the Western New York & Pennsylvania, at 
Oil City, Pa., passenger train derailed by a switch which 
had been maliciously misplaced and spiked. The target 
showed all right. 

26th, on Southern Pacific, near Toano, Nev., snow 
plow pushed by three engines derailed. Fireman killed, 
engineer injured. 

th,on Texas & Pacific, at Santo, Tex., engine and 

seven cars of a freight train derailed by running over a 
mule. One brakeman injured. 

30th, 4a. m., on Texas & Pacific, at Seymourville, La., 
freight train derailed by a cow, wrecking 13 cars, killing 
two trainmen and injuring three. The wreck took fire 
and was burned up. 

UNEXPLAINED. 


1st, on Northern Pacific, near Thompson's Falls, Mont., 
pocoenger train derailed at a switch and thrown in the 
itch. The baggage car caught fire, but the flames were 
quickly controlled. Several passengers injured. 
2d, on St. Louis, Arkansas & Texas, near Pine Bluff, 
Ark., passenger train derailed and partially wrecked. 
Engineer killed, three other trainmen injured. 
6th, on New York, Lake Erie & estern, at Port 
Jervis, N. Y., caboose and a car of a freight train enter- 
ing a siding derailed and overturned. 
ith, on Louisville, New Orleans & Texas, near Centre- 
ville, Miss., four cars of freight train derailed, injuring a 
brakeman. 
7th, on New York Central & Hudson River, near Lock- 
port, N. Y., eight cars of freight train derailed. 
g 7th, on Union Pacific, near Troutdale, Ore., dining 
car —< one coach of passenger train derailed and dam- 
aged. 
8th, on Ohio Riverroad, at Friendly, W- Va., a freight 
train was derailed nesr a trestle and a number of cars 
broke through and fell to the river. 
8th, on Louisville & Nashville, at Finchtown, Ky., 
mpty engine derailed and upset. An employé was 
killed; fireman and another employé injured. 
11th, on Northern Pacific, at Duluth, Minn., engine of 
switching freight derailed and damaged. 
13th, on Pennsylvania, near Iselin, N. J., engine and four 
cars of freight train derailed and damaged. Engineer 
injured. : 
14th, om New York, Lake Erie & Western, near Laurel 
Run, Pa., freight train derailed. 
15th, on Union Pacific, at Hampton, Wyo., the ex- 
press, baggage car and one coach of a passenger train 
were derailed at a switch and thrown over an embank- 
ment. Conductor and nine passengers injured. 
15th, on East Tennessee, Virginia & Georgia, near 
Heiskills, Tenn., two cars of freight train derailed. 
16th, on Kansas City, Ft. Scott & Memphis, near Mans- 
field, Mo., engine and four cars of freight train derailed 
and wrecked, the locomotive being overturned. One 
trainman killed, three injured. 
17th, on Columbus & Western, near Gold Hill, Ala., 
engine and several cars of a freight train derailed. 
20th, on Cleveland & Canton, at.Canton, O., engine of 
wrecking train derailed at a curve and overturned into a 
ditch. Two brakemen injured. : 
20th, on Cleveland & Canton at Barr’s mills, O., engine 
and several cars of a freight train derailed. 
21st, on Alabama Midland, near Gordon, Ala., engine 
and six cars of accommodation train derailed and 
wrecked. The engine, which was running tender first, 
was overturned. Taghever and fireman killed. , 
22d, Central of Georgia, at Dadeville, Ala., freight train 
derailed. 
23d, on Northern Pacific, at Rice’s Point, Minn., a 
sleeping car on a passenger train was derailed at a 
switch and turned over upon the engine of a St. Paul & 
Duluth passenger train, badly damaging the car. 
24th, on the Pennsylvania, Gallitzin, Pa., car in a 
freight train derailed. 
24th, on Pittsburgh, Ft. Wayne & Chicago, at Ken- 
wood, Pa., engine of limited express jumped the track 
while running about 20 miles an hour. Baggage car and 
one sleeping car also derailed. 
24th, on Chicago, St. Paul, Minneapolis & Omaha, in 
Duluth, Minn., two cars in a freight train derailed and 
overturned. 
25th, on the Denver & Rio Grande, at Blue Canyon, 
Col., freight train derailed; engineer killed. 
25th, on St. Joseph & Grand Island, near Troy, Kan., 
engine and 20 cars of a freight train derailed and fire- 
man killed. 
26th, on the Ohio, Indiana & Western, at_Muncie, IIl., 
several cars of a passenger train derailed at a switch. 
They struck some freight cars on a side track and all 
were badly damaged. 
27th, on Cincinnati, Hamilton & Dayton, at College 
Hill Py unction, O., four cars of a passenger train de- 
railed. 
28th, on Cleveland & Pittsburgh, at enaine, O., two 
cars of a freight train going on to a siding derailed. 
30th, on Boston & Maine, near Canaan, N. H., engine 
and three cars of a fast freight derailed, making a bad 


wreck. 
OTHER ACCIDENTS. 
4th 


1, On Baltimore & Ohio, at Benwood Junction, 
W. Va., engine of freight train exploded its boiler when 
passing the station, injuring the engineer and fireman. 

13th, on Houston & Texas Central near Perry, Tex., 
a freight train loaded with cotton caught fire and before 
it was extinguished communicated the flames to a sta- 
tion building and several other cars, 200 bales of cotton 
being consumed. 

13th, on the Pittsburgh & Lake Erie, near Douglass, 
Pa., engine of construction train exploded, damaging en- 

ine and caboose and tearing up the track. The water 

ad got low and the crown sheet was overheated. 
Brakeman killed and four trainmen injured. 

23d, on St. Louis, Alton & Springfield, near Summer- 
ville, Ill., engine of a freight train blew out a plug, the 
escaping steam driving the engineer and fireman to the 
rear of the tender. The engine broke away from the 
train, and ran uncoxtrolled for three or four miles, when 
the engineer succeeded in making his way back to the 
cab and bringing it to a stop. 

24th, on Louisville & Nashville, near Bakers, Tenn., a 
tube in the boiler of a locomotive of a freight train col- 
lapsed, scalding the engineer. A brakeman was injured 
by apenas, off. 

30th, on Norfolk & Western, near Wellsville, Va., ten- 
der and eight cars of a freight train partially wrecked 
by the explosion of crown sheet of locomotive, the water 
being allowed to get too low. Fireman scalded. 

A summary will be found in another column. 





~ Metallic Grain Door. 

The grain door illustrated here has been brought out 
to prevent the destruction which seems to be the especial 
delight of the laborers who unload grain cars by con- 
tract. With the ordinary wooden door the quickest way 





to get at the grain is todemolish the door with an axe or 
crow bar. As a saving of time with the contractors 
means an increase of profit, the doors are seldom re- 
turned with the car. With the metal door the quickest 
way to get at the grain is to open the door in the manner 
intended in its legitimate operation, and any attempts to 
batter it with bars and axes will not only prove futile but 
also operate against the contractor, as he willeventually 
have to open the door in the way intended, because it 
cannot be battered down or removed from the outside, 
and it is not to be supposed that it will operate easier 
after it has been hammered. 
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Five hundred of these doors are in use on the Michigan 
Central road. In construction it consists of a steel plate 
with diagonal corrugations as shown. It is hinged at C 
as shown in figs. 1, 2 and 3, on a % inch bolt, and hasa 
bearing on a washer }), Fig. 1 shows the door swung 
open and held by a socket A. Fig. 2 shows the door 
rotated down to a closed position, and held securely by 
the hooks # and the socket Z. F is aring riveted to the 
door by which to lift it. Other details of its construction 
are shown by the drawings. This door is manufactured 
by the Metallic Grain Door Co., Detroit, Mich. 





A New CareWheel Works, 

A new wheel foundry has been built in Milwaukee for 
the manufacture of a superior grade of chilled wheels, 
having asa basis the patents of Mr. J. N. Barr, Super- 
intendent of Motive Power, Chicago, Milwaukee & St. 
Paul. The works are a short distance from Milwaukee. 
The buildings consist of two large structures with a 
covered court between, the whole frontage being 220 ft, 
and the depth 145 ft. The buildings are frame, with 
wood and corrugated iron covering. ‘There are four 
large ay ooo of special design by Mr. Barr, two located 
in each building. The blast is furnished by a Sturtevant 
blower driven by a stationary engine of the Corliss 
type. Power elevators are used to lift the fuel and iron 
to the charging stage. The cupolas are separated from 
the foundry by a brick wall. Storage bins for coke and 
coal have been built in close proximity to the larger 
buildings. In the foundry there are excellent wheel 

its located within the range of a swinging crane. 

racks are laid to transport the melted iron to the 
various parts of the foundry, and these will be worked 
automatically by the man in charge of the filling of the 
ladles. The number of floor men will thus be mate- 
rially reduced. This foundry is to be run upon a syste- 
matic basis, and all of the different ladles of metal are 
tested both for depth of chill and general characteristics 
of the iron. On the front of the wheel foundry is ar- 
ranged a standard wheel testing apparatus in which 
tests of the different lots of wheels will be made. This 
company intends to do only a first-class wheel business, 
and to that end will purchase only the best quality of 
iron. It is using only old wheels and Salisbury iron 
with a little ferro-manganese. Those who have been 
using wheels made in a contracting chill and of first- 
class material find that the increased mileage, safety 
and uniformity of such wheels more than repay for the 
additional cost of the good material ; and it is proposed 
by the Milwaukee Wheel & Foundry Co. to build up a 
business based upon a belief that the best wheel is the 
cheapest in the end. Recently a wheel maker who 
visited the new works said to the writer that, proud as 
he felt of his own wheels, to which he had devoted a 
great deal of attention, he was compelled to say that 
the wheels shown him, which were made at this foundry 
were superior to any he had ever seen or any he had 
ever been able to produce. 


Car Heating. 


The new fast mail trains soon to be put in service on 
the Union Pacific are to be equipped with heating ap- 
paratus by the Consolidate ar-Heating Co. The 
trains will comprise 30 cars and 45 engines. Six of 
the cars are now being built at Pullman. It is said that 
these trains will carry no passengers, consisting simpl 
of mail cars. The apparatus for heating will be in all 
particulars of the latest — of the company, with 
which considerable success has been had in the North west 
this winter. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions. -Subseribers and others will materially | 
assist us in muking ovr news aceurate and complete Uf | 
they will send us early information of events which take | 
place wider their observation, such as changes in rail: ; 
road officers, organizations and changes of coniparnies | 


z | 
the letirny, progress und completion of contracts for new 


works or important improvements of old ones, eaperi- | 
ments in the construction of roads and machinery ana | 
tn their management, particulars us to the business of 
railreads, and suygestions us to its improvement. Dis- | 
cussions of subjects pertaining to ALL DEPARTMENTS of | 
railroud business by men practically acquainted with | 
Officers will oblige us by | 
forwarding early copies of notices of meetings, elections, | 
uppointments, and especially annual reports, some notice | 
of allof which will be published. | 


them uve especially desired, 


Advertisements.— We wish it distinctly understood that | 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present 
only such matter as we consider interesting, and im- 
portant to our readers, Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
vmns, but it is useless tousk us to recommend them edi- 
torially, either for money ov in consideration of udvertis- 
ing patronaae. 


President Blackstone. of the Chicago & Alton, feels 
so badly about the difficulty of making 8 per cent. under 
the present system of reckless confiscations, that he 
would like to sell out to the government and receive 
3 per cent. bonds in exchange. At what price, he 
does not state. 

On the efficiency of the link as compared with other 
valve motions, some information was brought out at the 
last meeting of the Western Railway Club with reference 
to the Wilson, Wolff and Lehigh Valley valve motions. 
Nothing with respect to the comparative economy of 
locomotives fitted with such gears which is of any 
value was presented; but with regard to wire | 
back pressure, and compression, it was 
shown that all of these gears were an improvement 
upon the Stephenson link motion: however no conclu- 
sion was arrived at which would enable one to say 
that either of them, all features of the question being 
considered, was more advisable for practical use than 
the Stephenson link motion. It is impossible for the 
general reader of the papers and the discussions to ob- 
tain so satisfactory an idea of the scope of the infor- 
mation presented as was obtained by the members 
present, owing to the large number of drawings of the 
details of the gears and the indicator cards which were 
exhibited. Among the novelties were some indicator 


drawing, 


| with little 





ecards taken from the latest compound locomotive 
Worsdell at speeds of 75 to 86 imiles per hour (pre- 
sented by the Railroad Gazette), they being probably 
the highest speed locomotive indicator cards yet! 
taken, and Mr. Worsdell may well feel pleased with 
his achievement. These cards will soon appear. to- | 


vether with information relative to them. in these) 


coluntitis, : 


there seetis (0 be a good deal of agitation in favoi | 

of some modification of the long and short haul clause. | 
Senator Paddock has introduced a bill to that effect, 

and the Inter-state Commerce Comiission has been | 

ordered by the Senate to make investigation into exist- | 

under operation of the law. There is no! 

doubt that the law as it stands does to some extent in- | 

terfere with the marketing of products. If the through | 

rates between large centres, remote from one another, 


ing evil 


cannot be lowered without lowering intermediate rates 
also, they will be kept at fan unnecessarily high tigure. 
The rates on heavy through business. w hich*is specially 
cheap to haudle, are, by the provisions of the law, 
artificially kept up to the standard which is profit 
able on local business. 
evil. On the 


doubtedly 


This, as far as it 
other 
checking 


oes, 


is an hand, the law un- 


does good by some of the 


discrimination — previously exercised in favor of 


cities and against the country. ‘The advocates of 


the law, three years ago, looked only at the possible 
yood, and did not see the probable evil connected with 


t, Just now sone of them see the evil more strongly 








lo tell The 


than the good. It is hard to say which outweighs the 
other. It is probable that a vacillating system of legis- 
lation, with the Jaw sometimes hard and sometimes 
lax. would combine all the evils of either alternative, 
The worst difficulties 
rather than 


w none of the good 


are in the process of adjustment to a law 
in the tinal adjustment itself, We were opposed to the 
short-haul clause in its present form, and thought its 
passage a mistake; but we should regard it as 4 mis: 
take to tinker it in the way which some people desire 
to-day, with the inevitable chance of its being tinkered 
in some othe Way by each successive Congress. 


Kisewhere in this issue will be found an abstract of a 
paper and discussion on steel plate and malleable iron 


|in car construction, This subject is now one of much 


interest to all, as there are projects on toot by several 


car works to build steel freight cars, One prominent 
car company has now a design for a steel freight car 
material 
otters. The first lull in the 
demand for wooden cars will bring out this design. A 


ready for introduetion as soon as the price ol 


adinits and opportunity 


new steel car company has been organized in Chicago, 


and shops will soon be built. tron wrecking cars, 


special Cars and GCabouses are now being built by tirms 


manufacturing machines for railroad work. and many 


indications can be mentioned of progress in the direc- 
tion of ametal car, The channel-iron bolster has dis- 


placed the wooden bolster in the truck. the metal 
brake beams are driving out the wooden beams. and at 
carefully considering 
mstead of 


Therefore, owing to this probable improve- 


least three roads are now 
the feasibilitv of 


car sills 


using iron wooden 


ment in freight car construction, all information bear- 


ing on the use of steel plate and malleable iron 


is timely. Estimates as to the cost of metal cars based 


on the present price of material range from 25 
to 100 per cent. higher than wooden cars now 


used. The dead weights of such metal cars vary al- 
most directly with the price, the lowest estimate being 
about 5,000 pounds each, lighter than the 60,000-pound 
The car- 


rving capacity of steel cars is considerably higher for 


wooden cars of corresponding dimensions. 
less weight and equal dimensions. There is a greater 
interior width and height for the same external dimen- 
sions. The question of repairs has always been a great 
trucks have been 
It has been supposed 
that the cost of repairs in case of wrecks would be 
greatly increased, and that a different class of men 
would be required. This matter can be best settled by 
actual trials of well-designed cars, and it will not be 
long before some such will be put into use. 


bugbear when metal cars and 


brought up for consideration. 


They may 
not be eutirely of metal, but will be largely so, The 
metal cars that have been running on the New York 
Ceutral are in good condition after 17 years of service. 
Train Speed in England and America, 

Under the heading ‘‘ First Cost in Railroad Construc- 
tion,” a correspondent sends us some interesting facts 
in regard to present railroad history in England. The 


; Midland Railway seems to be giving up the race for 


supremacy in train speed to the Northwestern and 
Northeastern lines. The Northwestern was built be- 
fore people had much faith in the powers of the lovo- 
motive. An 
curred, 


unnecessarily was thus in- 
The Midland. coming later, had the advan- 


tage of cheaper construction. 


high cost 


For the time being this 
made a great difference. But when traffic, especially 
passenger traftic, grew up to the full capacity of the 
roads the superior location of the Northwestern began 
Midland 


The heavy grades 


temporary advantage of the 
proved a periuanent disadvantage 
and sharp curves which saved money when traffic was 
smali proved a source of loss when it grew large, and 
rendered it impossible to compete with the better route 
in running fast trains. What has so often been felt dis 
astrously by narrow-gauge roads showed itself in a less 
degree. but in the same general fashion. when a stand 
ard gauge road was located on radically different prin 
ciples from its immediate rivals. 
All this is explained in detail by our correspondent 
in an interesting and instructive manner. But when 


he comes to apply the lesson to America. we cannot 


wholly agree with him. The Midland runs slower than 
the Northwestern, and the American roads run slower 
tollow that the 


same in the two 


than the Midland: but it does not 


reasons for the difference are the 
cases, or that the lessons from one set of differences 
apply to the other, Train speed is limited by two sets 
of causes; by what the railroads can do. and by what 
the public can pay for. As between the Midland and 
Northwestern, it is the former factor which is decisive, 
as between America and England, it is the latter, 
There is a good deal of public misapprehension in 


this matter, 


While our standard of fast train service 











is far from being equal to that of England, the differ- 
ence is not so much in what we can accomplish as in 
what we do accomplish. Our best performances need 
the English. The Balti- 
more & Ohio time table between Washington and 
Baltimore, at its very best, just about equaled the ex- 
ceptional English runs at their best; the Baltimore & 
Ohio between the same points to-day stands at about 


not shun comparison with 


the highest figure which the English companies have 
been able to maintain permanently. Fifty-three or 54 
miles per hour represents about the maximum attained 
on either side of the water as a regular thing. The 
ditference is that there are only a few lines in America 
which furnish such speeds or anything like them, 
while in England they are tairly numerous. 

But this is a difference in demand rather than im 
supply. ‘Chere are quite a number of lines in thickly 
settled parts of our country which could run trains at 
50 miles an hour if it could be made to pay. There is 
a much larger number on which a comparatively 
slight expenditure would put them in condition to do 
The introduction of a few safety appli- 
ances, and notably the elimination or protection of fac- 


fast running. 


ing point switches would furnish about all the change 
that was needed in a great many cases. It is in these 
particulars, rather than in location. grades, and cther 
matters which are costly to change. that the difference 
between our roads and the English is chiefly to be found, 
The excellence of English location is usually overesti- 
As a matter of fact. the English roads do not 
They avoid grade crossings ; but that is 
a radically different thing, Of the lines which partici- 
pated in the race to Edinburgh, the East Coast route 


mated. 


avoid grades, 


was the only one which had a thoroughly easy loca- 
tion. The Northwestern, in some parts. runs through 
so dificult a country that not even the most lavish 
expense could save it from at least one rather bad spot. 
The Midland is. of course, far worse. There are no 
general statistics of grades and curves in England: but 
it is safe to say that English lines are not nearly so 
good in these respects as most people assume. 

England's pre-eminence in fast train service is due 
to the enormous demand for such service at remuner- 
ative prices. rather than to the exceptional facilities 
enjoyed by the railroads in meeting it. The popula- 
tion is dense, a most important factor in this matter. 
The lines were so situated that a great deal of low 
class traffic could go by water. The managers were, 
therefore, obliged to devote more of their time and 
attention to passenger business than was the case in 
America. While England’s tonnage is much less than 
ours, her number of passenger journeys is nearly twice 
The road which will provide the best facili- 
ties can get full train loads and plenty of them. The 
withdrawal of trains by the Midland, as described by 
represents a want of physical 
capacity to meet the chance for profit—a failure of 
supply of fast transportation to meet the demand, 

Of such failure in America, and for such reasons, 
we can hardly think of an instance. We have one case 
where the concentration of population in large cities 
not far apart corresponds in some measure to that of 
England, and creates a corresponding demand for train 
The cities are New York and Philadelphia: 
the way in which the demand is met conforms fully 
to the English standard. Two other instances may be 
cited of pairs of cities not far apart, Baltimore and 


as great. 


our correspondent, 


service. 


Washington, Boston and Providence. In each case we 
believe that our showing is as good as that between 
English cities of corresponding size and population. 
Our railroads are able to furnish the cities with the fast 
train service which they can pay for. 

But the cities generally cannot. or will not, pay for 
it They are too far apart to furnish train load. on 
the English scale 
10t develop traffic between distant points in the same 
way that a reduction of ten or twenty 


A reduction of an hour or two oes 


minutes de- 
Itisa 
the greater the distance the greater the 


velops short distance passenger movement. 
fallacy to say 
necessity for speed. It is on short journeys, taken in 
the daytime. that quick transit is a commercial ad- 
Vantage. Lf aman must take a sleeping car anyway. 
the difference between eight hoursand ten is inappreci- 
able. A slight difference in Comfort means more than 
a decided difference in speed. 

The passenger demands heavy equipment in the form 
of dining cars. ete., rather than the saving of a few min- 
utes time. It is a noticeable fact that many of the mod- 
erately fast long distance expresses have failed to main- 
tain themselves. [n 1888 the Burlington had an expres: 
from Chicago to Denver which spent but one night on 
the way instead of two: to-day the traveler seeks for 


itin vain, The traffic between Chicago and St. Paul 


| furnishes a marked instance of the apparent absence of 


commercial demand for speed. The Chicago, Milwaukee 
& St, Paul has the start of its competitors in the matter 
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of safety appliances to such an extent that if fast 
through traffic were worth fighting for it could have 
an almost overwhelming advantage: yet it contents 
itself with conforming to the somewhat low standard 
which is within the ability of its competitors. The fact 
is. that there isso little money in first-class through | 
traftic on most lines, that it is hardly worth fighting | 








} 
| 


for. 

If the view here maintained is correct, the cause for | 
the relatively small number of very fast trains in | 
America is not to be sought in railroad location or | 
management, but in the absence of commercial de- 


mand. Our best roads can do as well as those of En ¢ 


land: our roads, as a whole, can do a great deal more 
than their pone can pay for. 


Design of Locomotive Details. 


Locomotive 


builders are continually looking for- 
ward to a more uniform design of locomotives. Prob- | 
ably every one of them thinks that his own designs | 


are nearer to the most desirable standard than are the | 
designs of his competitors. Most manufacturers 
would like to govern the designs used by the differ- 
ent railroad companies. That is, they would like to 
furnish the standard locomotives of the different roads | 
from their own experience: but until some builders 
pay more attention to the construction and design of 
details, the day will be put off indefinitely when rail- | 
road companies will adopt as a standard the designs | 
of such locomotive shops. 


The traveler among railroad shops finds ample evi- 
dence of carelessness in design and construction in 
locomotive shops, which is not conducive to entire | 
confidence on the part of railroad managements. 
Several instances have recently been brought to at- 
tention. Two or three of the “crack” engines built | 
last vear were so defective that it was almost impos- | 
sible to keep them in service for any great length of Le 
time. Between the heating of journals, the leaking of 
hoilers. the rapid wearing of the link motions, and | 
use of poor material in the running gear, the loc aaa 


tives were far from being what they were represented | 
to be. 

\ few days since attention was called to a crank pin | 
for a mogul engine, which was not at all of the proper | 
dimensions, and was so inadequate that the diameter 
had to be increased over one inch before it could be 
made to stand service; and on the same engine the 
counter-balances were at least 30 per cent. out of the 
way. In another instance a new locomotive boiler ex- 
ploded, and in still another, soft links and too close 
fitting of driving boxes caused wearing and heating in 
parts that ought to be most durable. 

All of these defects show either carelessness or lack 
of appreciation of the demands of actual service by some 
of the builders. There is an objection among some 
locomotive manufacturers to the employment of an in- 
spector who has had a good railroad experience, but it 
would seem that only such an inspector would be of 
any use in deciding upon the myriad of small matters 
which go to make up a locomotive that can be satis- 
factorily and readily run from the time of the first trip 
without requiring continual side-tracking and over- 
hauling and other petty annoyances. Specifications | 
for locomotives usually have a clause intended to 
cover and include all parts necessary to make a good 
locomotive ready to be put into regular se~vice, and | 
vet the railroad companies many times have to over- | 
haul locomotives built under such specifications con- 
siderably before they are fit to run. 

It is very desirable that locomotive builders should 
lead in all matters of design and construction. In 








their hands lie the power to doso and the opportunities | N 


ty obtain information. All the officers of such compa- | 
nies have their energies and time devoted solely to de- | 
sign and construction of engines, and from them should | 
he expected better arrangements of parts and better 
workmanship than from the officers of railroad com- 13 
panies themselves, who have an endless variety of mat- | 
ters to attend to. In stationary and marine engine | 
work the builders are leading, not the steam user or | 
the steamship company, and there is no reason why | 
the locomotive builder should not be as well able to| 
design loocmotives for railroad companies as the builder | 
of marine engines is for a steamship company. As it | 
stands to-day, the railroad companies are endeavoring | 
to procure designs that are more satisfactory than those | 
furnished by the locomotive builders, while the reverse | 
of the situation is natural and proper. 


Net Earnings in 1889. 

When the results of the year 1588 came to be sunt 
warized, we had an increase in gross earnings over 1887, 
but a decrease in net earnings, For 1889 the showing is 
far better, The increase in gross earnings has been con 


| elapsed since the end of 1889. 


| 
| 3L Southern roads. 77,38: 


)ILimonths(i} roads) 40,059,940 





}in value; one road, the Atchison, 
enough to offset them all. 


tinued, without a corresponding increase in operating 
expenses. 


The percentage of increase of net earnings 
is far greater than that of gross earnings. Both the 
Financial Chronicle and Bradstreet’s, in their last 
issues, present detailed evidence of this fact. The sta- 
tistics furnished by the Chronic! are wonderfully 
complete, when we consider how short a time has 
We are given full re- 
turns for three-quarters of the railroad mileage of the 
United States, and eleven months’ figures for several 
other important systems. Roughly speaking, five- 
sixths of the railroad business of the country is cov- 
ered by these tables. The Canadian Pacitic, Grand 
Trunk, Mexican Central and Mexican National are the 
only roads outside of the United States included in the 
table. The general results are as vollows ; 


GROSS EARNINGS, 
1889. 1888, 
13 'Trank lines. ... 226,071,770 = $215,645,587 
14 Middle Western. 34,851,071 32,119,519 


Ditferences.  P. ct. 
+ $10,126,183 48 
2,732,452 844 


15 Northwestern... 02,740,679 94,876,154 7,864,525 814 
| 16 Southern. . 82,345,135 76,340,838 5,504,597 37 
15 Pacifie systems. 124,555,767 119,264,206 5,291,501 4% 


2,833 68,856,214 - 

105,597,532 ULL,275,580 - 
52,876,168 50,125,823 
9,996,415 8,179,222 





8,526,619 1244 
5,678,048 5 
2,750,345 = dbo 
1,817,193 22 


+ 839,235,367 5 
3,629,659 10 


20 coal companies.. 
17 East & Midland. 
2 Mexican roads... 


Total, 143 roads. .$816,418,570 $777.183,208 
36,430,281 





Grand total (154 
roads). . S856.478,510 $813,613.4814 
NET EARNINGS, 
1:9 1Re8, 
ST 5226494 | $66,873,945 
12,895,630 10.975, - 
37,540 289 27,473, 
27,217,541 21,225,253 


342,865,026 9 514 


Differences. P.c. 
$6,552,549 10 
1,920,520 iv 
10,066,737 37 
5,992,288 23 


13 Trunk hne-. 
14 Middle Wes 
1) Northwe: 

16 Southw 









15 Pacifie sys..... 16, 42,240,572 + 4,092,760 Th) 
31 South. roads... 25,960, 970 22,438,347 3,522,623 16 
20 Coal roads..... 30,922,585 34,540,986 3,608,451 10 


17 Kast and Mid 
2 Mex 


143 Total... 
11 mos, 11 roads. Prd 


17,971,747 
over 3,491,158 


17,213,288 -+{ 778,459 5 
2,419,305 1,071,855 44 


|. $30,389,347 12 
2,070,087 20 


Total 154 roads. .3288,273.682 $245, 814,248 t+ $32,459,434 13 





$245,4000,349 
10,413,899 


5.789.696 
12,483,986 








These figures are far more instructive than any 
comment which we can make upon them. Perhaps 
the most surprising thing about them all is the uni- 
versality of the gain. The only group which shows a 
loss is the coal roads. Of those which gain. all but the 
New England group show a greater increase in net 
earnings than ingross. The extraordinary increase of 
37 per cent. in net earnings of Northwestern roads is 
more than half due to the Burlington system, which 
was subject to specially adverse conditions in 1888; 
but after making due allowance for this, enough re- 
mains to be quite striking. 

There is one fact to which neither the Chronicle 
nor Bradstreet’s calls attention, but which deserves 
special notice in this connection. The increase in 
earnings has not been followed by an increase in 
values. The stocks to-day stand about where they did 
a year ago. Gains and losses nearly balance each 
other. Taking the figures at the close of last year, be- 
fore the present temporary depression, we tind the 
changes in the course of the vear 1889 in the stocks of 
the leading roads to be as follows: 








Jan. 1. Dec. 31. 
Trunk lines : 
Baltimore & Ohio. ‘ Kn SER .. 86 101 
Boston & Albany............. sat a pas a 217 
‘anada Southern....... onan ee rose wanes iM MK 
BN a = ceudn sce caves ee 2654 
Lake Shore pene 4 10454 
i Central............... iee0ee ee 9434 
Y. Cent. & Hudson... 20... Sot cehea ee 107 
Baha a ae a 53% 
Coal roads: 
| Del., Lack. & Western............ 20... 144% 135144 
| Delaware & Hudson................ 0... 132 14744 
I ED ics canada coaccas<abanoann By 74 BS 
| New Jersey Ce niral.. er 125% 
Sus. & West. ‘ evens 9, 7% 
| Phila. & Reading. cevn ar 385Q 
Ww —— .% South western roads: 
Ate *h., oe &  & 3534 
Chicago, Burlington & Quiney.. ae 11044 106% 
Chicago, M. & St. Paul.......... Soca. a 6936 
Chicago & Northwestern............... 108% 111 
OS a a reer 9814 97% 
ect "E.R 1334 11% 
Missouri Pacific Be ec haar . ee 744 72 
kak nh 26 154 
Pacific pote 
| Central Pacific..... idinateane aves 3534 33 
Northern Pacific ‘7 eth 2554 293% 
- eee SPATS 60% 74% 
| Oregon Ry, & Nav'n..........-...2.4. .. 9244 100% 
Union Pacific...... ms Ae 6814 
Southern roads: 
East Ten. a Va, ree ; 944 9 
ist pref’d....... .. 6646 66 
" . 2d = ie . 2% 21 
i ie & Nashv a .. 57% 85% 
~~ RS eee 81% 102 
Norfoik & MMs ch donrke caverpas coos a 19% 
Oe nko n vocnkeen ve J . 50% 60 
Rich. & W. P. Perminai ee 25% 2034 
" pref 79 77%4 


Four or tive roads in this table show marked gains 
shows almost loss 
The other changes are com- 
paratively small, some one way and some the other. 
The net result gives very little aggregate change either 
way. The bonds of the roads have increased some- 
what in aggregate valuation, but the change is not 


very great. It is, to say the least, very curious that 
an increase of 12 per cent. in net earnings should have 
been accompanied by so little change in values, Four 
reasons may be suggested for this result. 

1. The gain in net earnings is almost never quite su 
important as it looks. 
based on increased mileage, and to be subject to in- 


Increased earnings are apt to be 


creased fixed charges. 

2. The gain is, in many instances, simply a return 
to normal conditions. Those of 1888 were abnormally 
bad, and regarded as such by the investing public, so 
that the value of some of the stocks was not corre- 
spondingly depressed, C.. B. & Q, isan instance in 
point. Lt was higher at the beginning of 1889 than at 
the end. 

The public ts slow in finding out what is guing on. 
The fall in the earnings of Atchison did not 
have its corresponding effect on Atchison securities 
until this state of things had become a matter of noto- 
riety. This stock was much higher a year ago than it 
is to-day. although the real condition of things was 
much worse then than it is now, 

4. The value of stocks, after all, depends upon a 
great many other causes besides their earning power, 
In the long run, of course, the latter must tell; but 
for the time being the market is made by people who 
do not Jook more than a few months ahead, and often 
not more than a few days. If investors were wise, 
the shortsightedness of some of these operators would 
furnish them the opportunity to make money by buy- 
ing stocks for permanent instead of their teny orary 
value: but the ordinary investor hardly has the knowl- 
edge necessary to take advantage of this state of 
things. Publicity of accounts. as far as it goes.is a 
help to him; but it will have to go a great deal further 
than it now does before we can establish any very di- 
rect connection between the reported earnings of  rail- 
roads and the movements of investment demand in 
Wall street. 


The Western Railway Club. 

The Western rigid Club is now undergoing a 
marked change in development. The membership is 
being rapidly inc aii and a larger proportion of 
meinbers attend the meetings, vet there seems to be no 
proportionate increase in the number of speakers; the 
same familiar names continue to appear. The speakers 
are generally about the same men whatever may be the 
subject, and there seems to be no reason why those 
members should be compelled to carry on the discus- 
sion of the topics. It is a difficult matter for the 
President of the club to get members upon their feet, 
and he is compelled to call upon those who have 
always shown a willingness to take part. From this it 
is not to be inferred that the silent members have no 
opinions of their own, because they have, and good 
strong ones, too, One need only listen to their conver- 
sation to learn that much valuable information is for 
some reason or other held in check. 

A number of members, including not only railroad 
men, but manufacturers also (and this is a mos} desir- 
able class of members to have present and to take 
part). state that the reason why there are not more 
speakers is because many do not feel justified in ex- 
posing themselves to the mercies of a reporter under a 
system of publication which does not give them an 
opportunity to reconstruct their sentences and omit 
undesirable expressions before extensive publication in 
the technical journals. There are but few speakers 
who would not desire to make changes in their re- 
marks if they could see them in print before publica- 
tion, and as this is the privilege of members of most 
organizations of a similar character in every country 
on the face of the earth, they do not see any reason 
why it should not be granted to them; and, further, 
they do not see why the club should uot govern the 
method of publication, regardless of the wants. needs, 
or desires of the technical papers. 

The object of such a club is to furnish an opportunity 
for the free and unbiased exchange of ideas, opinions 
and experiences among railroad men and the maker 
of railroad supplies. A meeting of the club should 
give an opportunity for a railroad man to make critical 
remarks regarding any particular manufactured 
article if he thinks best, and give him a chance to 
learn from theexperiences of others whether or not his 
opinions are sound. It should also give the manufac- 
turer of railroad supplies an opportunity to criticise to 
his heart’s content the treatment he receives from rail- 
road companies, and to discuss his wares freely when 
subjects in which he is interested are brought before 
the club. This desirable freedom of speech will not be 
had as long as unlimited powers are given to the tech 
nical journals to publish proceedings and discussions 
without giving each individual member a chance to 
revise his remarks, and to remove all that he does not 
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desire to see in print, but which he is ready and willing} The number of passengers killed in January is larger | 


to say to the members of the club. than in any of the last three months and larger than the 
This is a very important subject, and the future of | #Verage for the past year, which was nine per month, As 
the club is somewhat dependent upon the treatment of | nd readers know, nlx of the deaths — rhe nas _— 
it, and it is to be hoped that the March meeting will be derailment me armas, ind, whien, gi aot Gown a 
; aig defect of road,” seems to be clearly attributable to negli- 

well attended by members who have formed an indi- | mence, the defect which caused ‘kn Move tienans having 
vidual and independent opinion on the subject, and been one which could readily have been corrected by 
who will express that opinion firmly and decisively in| ordinary care. Of the other passengers tiled three were 
order that a conclusion satisfactory to the majority of lin the rear collision at Winton Place, O.; one in another 
the members may be reached. 





rear collision at Omaha; one in the wreck of a bridge 
weakened by afreshetin Texas, and three were drovers, 
who were riding in a caboose. The first accounts printed 
iba of the Winton Place collision appear to have been correct, 

Our record of train accidents in January, given in this | the block signal operator having been negligent. The dis- 
number, includes 76 collisions, 89 derailments and 6/| cipline of operators appears not to have been very strict. At 
other accidents; a total of 171 accidents, in which 67 per. | Omaha it may perhaps be said that the engineer of the 
sons were killed and 227 injured. freight was alert and sufficiently cautious, and that the 
These accidents are classified as follows : | fatal results are to be charged only to a “ mistake of 
COLLISIONS: | judgment.” We will not deny this, but every one must 
RROAP. 0. cc ccscnccecesserccvenecvees socvcesevccsscseessecevers Oe | agree that as a general rule the certainty of a collision 


PONIGURIA Fa.s cicsiaisinccciekn SS CNeees bn bcaisssees bist asatioseeceseccnne | ‘ oie ages i é a 
Orossing and miscellaneous | between freight cars would be preferable to the possi- 


January Accidents. 

















, 76 | bility of one between an engine and a loaded passenger 
)ERAILMENTS } EARNS Se Gy RES ee : Shility i inn 
Rekkan wah... St ten cee ee Oe ~ car; Ce¢ rtainly this is so when the possibility is so near a 
OM OP SE INN 5. ovicascon an covacecesscasesesbenne sxe 3 probability as appears to have been the case in this 
NE, 50 as cig d RWS 4a we een hee eedee es Kees ah ne 2 linstance. The disasters incident to snow-bucking are 
ES UUNI INIRINN ic.4.c.5ds)acasnccictomessoacaansecusainsanenss 5 ees, SaaS eee mae Bi 
Defective frog... eee eeeeeneeeeeeesseunereers : also of a kind which it is perhaps not fair to class under 
Broken wheel,......... 00: -:sseeeeeenes a nae beenae see ‘ Se ee ee mae < moekiha’ 
Tee ccc" eS ali wi acy 2 neglige nce;” but aside from these, the collisions under 
PN MEN ies Lenten esaase oncciacaensniaiessae eee 6 ‘miscellaneous ” causes all come under the head of care- 
Broken brake-beam.............0 ces ceeeeeeeeeeeeerereees 1 lessness 
PUN RUPINOIEA 8 3isiasdnnanaxe Boned yok sikvenesrasiednksay.s i eee ; , . 
ERE MOL RIED so 6s onic eusevernetace sani epeadcansnens 3 I'wo or three accidents to passenger trains were fol 
, , " » | : . 
pose = ogy RSERGL eR OSA LO hee ene Seuwantspeamaes “+ ¥ | lowed by fire, but the flames were quickly controlled. It 
RPMI Ceo 00 Yon 04. nciecnne avis nn ghiwaienwisdceune 2 |is stated that the persons killed at Winton Place did 
Bad loading... «....ssssereseeeeenee © serseecenren eens 1 not suffer from the flames. The overturning of a train 
eyes ere career etry Creer ee 4 zn ; es t B sions 
NA CUNO iikiccascewenees. sac A EO Re eee 2 by wind at Monument, Col , was one of these cases, and 
SE al aca tne s saccice cate Hint. ba cuanoeeaxercsscrnenace’s 3 : . Se ee a eee oe . ate ths a trai 
Accidental obstruction........-------..- sueitceatys ‘ it must he re garde d as ¢ xtre me ly fortunate that the train- 
Malicions cheisaction bpisaenenasssannnesunnenactesasseee 3 men succeeded in extinguishing the flames. That wind. 
Purposely misplaced switch................ re nanos 3 7 ee a 5 les aimee ‘ ” » Or 
MMMGNUEGER 03.0.2. ccssscsocceesanccceonesas > storm is said to have been the worst in Colorado for 25 
URGE Coat cicarniie esas seer custics Nie eataiasitaeee sas 29 | years. A number of trains were derailed by the drifted 
so P 20 “tor of . > trai sraile ¢ 
iiniceaens Acerca sand, and the conduc tor of one of the trains derailed had 
BGUOP GUPINMOUG 6-02 iv csanicrsiscs caer ersesinsnrnediconens 5 to craw! on his hands and knees to the nearest telegraph 
Car burned while running............ ...++. g| Station. A train was blown from the track of the Grand 
‘ r arS ilnir P D Mhic , . " 
- ol. ’ e5t + lo : b ’ 
: ; Trunk near St. Hilaire, Que., Jan. 13. This, we suppose 
Votal number of accidents...... 2.0.0... 00. cece cece eee 171 


must have been a train of standard gauge cars, which 


The causes of collisions, where given, were as follows :} we do not recollect to have heard of in such an accident 


But- Crossing for several years, except, perhaps, one or two cases of 
Rear. ting. and other. Tot’l. ap cic> a See SP j 
Trains breaking in two........... 1 = a 1 | empty freight cars. 
Misplaced switch ..........;....« 3 3 ! 7} Thetwosomewhat narrow escapes from bad drawbridge 
Failure to give or observe signal. 2 2 


Mistake in giving or understand- accidents were discussed in the Railroad Gazette of Jan. 


AG GRACED sco siinccvesentee suwscee ies 7 - 7/24. The superintende of » Long Isla "Ot r 
ee ee ree ii H $ 9 The supe intend nt of the Long Island road got 
Unexplained....... CAO Ep etpy 15 9 16 49 | Out indictments for the arrest of the engineer and fire- 

= sp m V “sg 2s aT i air i i » 2 
inted 8 te cee ee 32 4 20 76" an who came so near running their train into the open 


A general classification shows: 





in thecourts. A switchman on the New York Central 
Col- — Derail- : “ ; . ; 
lisions. ments. Other. Total. P. c. & Hudson River was arrested for throwing a passen- 
Defects Of TOAM.....0.0000ce000 vs 16 y 16 9| ger train upon a side track at New Hamburg, N. Y. 
Defects of equipment.......... 1 12 5 18 rf ay Lee : Ses a 
Negligence in operating........ 16 1 : 2 15 | The train was running rapidly but was stopped without 
Unforeseen obstructions. ...... 1 21 Ba 22 13 | damage. Not far from Palatine Bridge, Jan. 30, a car- 
Miscellaneous ek cae ae ’ 18 il : at 7 ® ; - 
Uncxplained....<.. cc. selcescns 40 29 1 70 41 load of passengers in a standing train had a chance to 
— . -— -— | experience the sensations caused by an impending col- 
Ws vis tiga minvvinnains 76 89 6 171 100 


lision. A freight train came so near repeating the Pala- 


The number of trains involved is as follows: tine affair that the passenger conductor drove the pas 


' Derail- sengers out of the rear car. 

PASOONEOE.«<0.<s000 c os ao ments. eine. Total. *. The six-track railroad of the [linois Central, at Chi 
Freight and other. 118 61 7 181 73 | cago, was the scene of two collisions during a dense fog 
Wintale.).. onccncks 12 a9 7 248 190 | O8 the morning of the 30th. Both were comparatively 
“Shaw ceictnsiitiics nian hin iN iin tial harmless, but they vividly illustrated the many risks in- 

. ateent volved in working so large a system without the 

KILLED. Collisions. ments. Other. Total. | aid of block signals or distant signals of any kind. 
SS seeeeee se ceeees * = 1 se The paragraph containing the report ofa rear collision 
Mate OO kei. oe 1 Ne 1 | at Unionport, O., on the 12th, really embraces two sepa- 
ieee ae x - 87 rate collisions; this is one less than the number given in 


INJURED. the press reports published the next morning, but the 


= see ssseeeees ° ~ 8 4 report still is bad enough to throw some light on the 
Goan ee ee 2 i i 2 | causes which go to make the record of rear collisions so 
ie sco eas Pa 132 3 997 constant month after month. In the investigation of the 


: rear collision at Owego, N. Y., on the 31st, one of the ex- 

The casualties to passengers and employés, when pert witnesses was of the opinion that a bright electric 
divided according to classes of causes, appear as fol- street light seriously impaired the runner's view 
lows : ' ’ : of the tail lights of the train ahead of him. A 
RS oe y eedanet. ime oP curious occurrence among the reports of the month 
7 32 4 


Detects “ rend. oo = 4 : was the suffocation of 15 horses in a car on the Central 
Seotaeonne ay cae 34 29 gg| Of New Jersey, Jan. 10. A gravel train on the Pitts- 
Unforeseen obstructions ’ burgh & Lake Erie at Ballston, Pa., suffered severely 
( mk oe eee 53 is : s from the explosion of the boiler belonging to a steam 


shovel, Jan. 15. Ina late issue of the Atlanta Constitu- 
tion appears a thrilling story related to its reporter by a 
locomotive runner, who, while running a freight train 
one night a few weeks ago, suddenly discovered that he 
had misconstrued his orders. He succeeded in stopping 
in time to flag a passenger train coming in the opposite 


DOU, 6.55:5405 kcensedccats 14 102 52 123 

Thirty-nine accidents caused the death of one or more 
persons, and 41 caused injury but not death, leaving 91 
(53 per cent. of the whole) which caused no personal in- 
jury worthy of record. 











draw, but it appears that the case was not followed up | 
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penses of transportation and motive power. Mainten- 
ance of way has also decreased, but car maintenance has 
increased. Passenger rates have increased while passen- 
ger movement and passenger train loads have dimin- 
shed. Freight rates and freight movement are at about 
the same figures (0.918 cents charged per ton-mile) as in 
the previous year. It seems likely that freight train 
loads were better this year than the last, but statistics 
| on this point are meagre. 

The president gives a long and able, but pessimistic, 
review of railroad legislation, and concludes by a de- 
tailed project for national railroad purchase and owner- 
ship. 


Feb, 15 Mr. R. P. Flower, of New York, introduced in 
the House of Representatives a “ bill regulating railway 
appliances,” which was referred to the Committee on 
Railways and Canals. The bill will come before that 
committee next Monday. The bill is very crude, and 
evidently drawn without much care, and we conclude 
| that it did not originate with the parties who have been 
prominent in advocating legislation on this subject 
during the past few months, and who secured the men- 
|tion of the subject in President Harrison’s message. 
| Those men, though exceedingly zealous, were actuated 
| by much caution and good judgment. The words of the 
| bill are in part as follows: 


All persons and corporations operating any line or 
| lines of railway by steam power in any state or terri- 
| | f railway by st I y stat t 
| tory of the United States shall, after Nov. 1, 1892, ec uip 
| all of their own engines and freight cars run and used in 
| freight trains, or other trains, in any state or territory 
| of the United States, with an automatic coupler, . . . 
| and with automatic air brakes; and it shall be unlawful 
| after that date to run or operate in any state or territory 
| of the United States any freight cars belonging to such 
| persons or — without having the same 
| equipped with the appliances above mentioned. . .. 
| Any person or corporation operating a line of railway 
by steam in any state or territory who shall fail or neg- 
lect to comply with the provision of this act, shall be 
guilty of a misdemeanor, and, on conviction, shall be 
fined $500 for each offense: Prorided, That the employés 
shall not be deemed guilty or subject to punishment 
under this act. 

[t will be observed that the law is not limited to equip- 
ment used in interstate commerce, but that a// engines 
and freight cars in the United States must be fitted with 
these appliances, and that the work must. be done in 
something less than three years. Setting aside all 
question of the constitutional limit of the powers of 
Congress, any one conversant with the facts will recog- 
nize that it is physically impossible to comply with the 
law within the time specified. It does not seem possible 
that the bill can have been introduced seriously. 





As most railroad men know, and as everybody has seen 
| from the sketches printed in the illustrated papers, the 
running of trains on the California railroads, even after 
the blockade is raised, cannot be an easy task. Operat- 
ing a single track which, for long stretches, isin a cut 
| 10 ft. wide, is beset with many difficulties at best, and 
| when a little more snow falls the troubles accumulate 
jrapidly. Such an experience has befallen the Southern 
| Pacifie people, as will be seen from the following report, 
sent east by General Manager Towne on Friday last : 


“The last passenger train but one that went up the 
| mountain on the Central Pacific required. 19 of our most 
| powerful locomotives and a push plow to get it over, and 
leven with this power it got stalled near Emigrant Gap. 

This was the last trip possible to make with the push 
|plow. Afcer that they had to depend entirely upon 
| Bearer plows to throw the snow out of the deep cuts, 
|The storm is not now as severe as last night, but if it 
| continues 24 hours longer it will he impossible to keep 
the line open with any power. When left the oftice 
| to-night, there were 1,245 shovellers between Colfax and 

Truckee, and more on the way.” 

The next day the weather had cleared in the Sierras 
and trains were all in motion. ‘Two westbound ’passen- 
ger trains that had been detained left Emigrant Gap 
Saturday morning. On Wednesday night, the 19th at 
Cape Point Mills, a plough engine and four other locomo- 
tives were derailed by a broken rail. The plough engine 
and two succeeding locomotives were carried down a 
bank 50 ft. The two rear engines were derailed. <A 
brakeman was killed and three other men were injured. 


The locomotive engineers of the Chicago, Rock Island 
& Pacific have been in conference with the officials 
for some time, seeking a readjustment of the scale 
of wages on the main line and the Chicago, Kansas & 
Nebraska. When the Rock Island proper was consoli- 
| dated with the lines west of the Missouri River it was 
|found that the wages paid on the western end were 





qT tereinggen int : : if | less than those paid on the main line, and the engineers 
sda aii A ER SS GOES ORT Gh PUOTIANS | direction. |appealed to General Manager St. John for an adjust- 
years shows: —_ lias as ? icabi dere . 
1890. 1889. 1888. 1887. | ment. They came to an amicable understanding, the 
Rear, collisions............ » s : 32 Annual Report terms of which are substantially that the scale on the 
Crosaing and other colli: _ t 4 Ww Chicayo & Alton,—Results of operations are as follows: | Western line shall be slightly raised and that on the main 
Pee 2 = ape nly be « , ; : 1889. i888, | line slightly reduced. So far as the rates have been pub- 
erailments.......... 00. § 2 5 72 |) Millon operated, «<.... 655665. 05.0000se0 re s49 849 | lished i , see F s men eg : »Mi i 
Other accidents........... 6 7 16 I Earnings -Passengers sacotend $2,218,703 2,221,008 lished it would seem that the men onat of the Missouri 
Total ; ie Pen a 124 4 ~~ “ Freight. .. 4.932.296 4.901.218 | have accepted a reduction of three or four per cent. in 
Dmployés killed....... o — 2 3 2 —- eee capes somes | pen den en . canna nf inatiaw : . - 
Eo nck 15 10 24 20| Total, meluding miscellaneous ce See ne Oe eee 8 eee ees he es 
Employ és injured......... a3 % 107 2 Operating expenses ........ > 4,571,736 4.668.084 | paid their brethern west of the river, a fact’ which in- 
Others wee Sete ute § 1 62 = : SRE ES ee en Sone peepee . Pear ‘ aT . 
Passenger trains involved 67 40 Ls 73 | Net earnings. 7 $2,944,880 $2,843,381 — ste hen “icin a 
erage per ys . de yrotherhood, 
, sm a per day : ‘i a ve After payment of interest, rentals, and 8 per cent. 
Accidents 5 . x : : ‘ * : , : , 
Killed ae LB 216 148 dividend, this allowed an increase of $120,000 in the sur- It is taken for granted that the action of the House 
7 ‘a ig 2 3.66 7.20 4.42 | plus of the company. {of Representatives in voting last Monday that the 
Killed soe ee ses 0.392 0.282 0 280 0.328 The decrease in operating expenses is a real and not an | World’s Fair shall be held in Chicago settles the matter 
Injured>........se.0 eee 0.911 0.933 0.978 | apparent one, as shown by the decided reduction in ex-! in favor of that city. Probably it does, but there are 
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still chances for a slip. The Senate has yet to act in the 
matter, and in the congressional legislation yet to come 
there may be surprises. The probability, however, is 
that the fair when it is held will be held in Chicago. It 
is hardly likely that it will be held so soon as 1892, but 
we may expect that an immediate impetus will be given 
to the elevated railroad projects in Chicago, and it is to 
be hoped that a speedy and permanent advantage will 
be gained in improvements in the arrangements of the 
surface roads for running into the city. Perhaps some 
of them will now see their way clear to begin the separa- 
tion of grades. 


‘The experience of the Chicago, Milwaukee & St. Paul 
with electric lighting of passenger cars has been favor- 
able so far. It is found that increased patronage has 
been the result of the adoption of the new system; 
partly, no doubt, as a result of the convenient and 
elegant arrangement of the lamps. One additional pas- 
senger about pays the cost of lighting a train between 
Chicago and St. Paul, and the increased patronage more 
than pays for the additional cost of electric lighting 
over the oil lamps formerly used. This road has taken 
up this subject with a determination to develop it as 
much as the existing knowledge of the subject will per- 
mit, and to determine the actual cost and the real ad- 
vantages or disadvantages to be obtained from the use 
of electricity. 





NEW PUBLICATIONS. 
Careof Cash by Agents ond Conductors, By M. M. Kirk- 
man, Chicago. 

This is a hand-book of 175 pages, containing an elab- 
orate discussion of the topic indicated by the title. The 
author handles the subject in his usual exhaustive man. 
ner, and gives very minute directions, so that the most 
inexperienced agent, even if he were just from the 
wilds of Africa, would have no possible excuse for wast- 
ing a tenth of a cent, or for annoying the local treasurer 
once a century. ‘The forms of the different blanks 
needed for these departments of work, as shown in the 
appendix, are carefully prepared with a view to their 
use in Kirkman’s multiplex system of accounts, which, 
as is doubtless well known, consists in arranging the 
printed imatter several blanks (as, for instance, 
freight received record, notice of arrival of goods, re- 
ceipt to be signed by consignee, receipt to be given con- 
signee for freight charges paid by him), so that the 
written portion can be inserted on all four at once by 
means of carbon sheets. 


Hand Book of Freight Accounts,—This is a small book, 
similar to the above, and by the same author, containing 
voluminous rules for the guidance of local freight ageuts 
in all the departments of their clerical work. Fifty-one 
forms of blanks are shown, the uses of the multiplex sys- 
tem being lucidly explained in each case. As with the 
book mentioned in the preceding paragraph, there would 


on 


seem to be no possible excuse for misunderstanding, even 


by the most obtuse mind, if the directions are carefully 
read. In fact, the chief criticism which a practical man 
would make in regard to these and others of Mr. Kirk- 
man’s books, would be, that they tell too much. To be told 
two or three times on the same page todo the same 
thing makes the average independent American slightly 
“tired.” The “Hand Book of Freight Accounts” is a sort 
of condensation of matter which has appeared in former 
and larger volumes by the same author. Mr. Kirkman 
states that he has been at work on this subject since 
1860 and he names a number of men who have given him 
some aid in the compilation of the rules. 


Efficiency of the Link as Compared with other Valve 
Motions. 


At the February meeting of the Western Railway 


Club the discussion of this subject was continued from | 


the January meeting. 

Mr. WaLpo H. MARSHALL opened the continuation 
of the discussion on this subject by exhibiting and ex- 
plaining blue prints of a device invented by Mr. Wil- 
son, formerly Master Mechanic of the Chicago & Alton. 
He stated that there was no information given as to the 
quality of coal used by the different engines on which 
this device had been employed, and, consequently, an 
accurate comparison oma not be made. 

Mr. BARNEs: I do not see that the comparison of the 
efficiencies of these gears amounts to very much, so far 
as the figures go, but those indicator cards look rather 
promising. I would like to know the comparative weight, 
number of parts and cost of this gear, and the cost of 
maintenance and the power which is used in driving it. 
We might stand more weight and an increased number 
of parts, provided it did not cost any more to maintain. 
This valve has been used a long time on the Chicago & 
Alton, and I think figures on the cost of repairs and 
maintenance should have been presented. Are there 
any sliding parts in this gear under pressure ? 

Mr. MARSHALL: The block that drives the exhaust 
gear slides probably six inches or more within a groove; 
and in the middle, the rod attached to the eccentric rod, 
there is also a sliding fulcrum, and at the other end of it 
there is a sliding block, so that there are three sliding 
points under pressure. [I am not sure that I could pres- 
ent the claims that Mr. Wilson has made for his gear, 
but I should judge that one of the chief difficulties that 
he is trying to overcome is the compression at high 
speed, that is, the compression resulting from the use of 
the ordinary link; and he does that by having a _ fixed 
compression, and making that low enough just ~— 
to take the inertia of the reciprocating parts at hig 
speed. I do not think that he has operated a balance 
valve in connection with it. The drawing does not show 
a balance valve, and Iam under the impression that he 
has not used it. I think his valves are considerably 
maller in area than the ordinary steam chest valve, 


i of course, on the other hand, there are two of 
them. 

Mr. PEopLES then explained, in a clear and satisfac- 
tory manner, on the blackboard the character of the 
Wolf valve gear, a gear which, he said, was designed in 
such a shape as to be applied to any engine without in- 
terfering with its working parts. He stated that in one 
form or another it is applied to five engines and will 
soon be on two more. It has been applied in this form 
about a year and a half, and has been run without any 
change whatever. It ison an engine at Omaha, where 
it has been in use since last May, and they have tested 
it in a great variety of ways. 

It is easier to construct than the ordinary link gear, 
} and easier to maintain. It gives a quicker port opening 
| and a more prolonged opening. It allows the steam to 

get in better and get out better, and it can certainly be 
adapted toa greater variety of engines than can the link 
motion, and modified to a greater extent to suit peculiar 
circumstances, 

Mr. Lewis: What is the back pressure as compared 
with the ordinary slide valves, and is there any claim for 
a decrease of compression as well as back pressure ? 

Mr. PEopLes: In regard to the decrease of compres- 
sion, that can arise, of course, only from delay in the 
movement of the valve at a certain point. That, I think, 
we have done to a very material extent. The cards here 
show that it appears to use less steam than the link 
motion. 

Mr. BARNEs: I have a rather interesting indicator 
| card here, taken from a Lehigh Valley engine. It almost 
| exactly resembles that taken from an engine with a Cor- 
| liss valve gear, run at 120 revolutions per minute. This 
| gear is what is known as an independent cut-off gear. 

On each side of the engine there is the ordinary slide 
| valve, with a plain cut-off valve on top of it, driven inde- 
age Such a gear will produce a card such as I 
1ere show, and it is the only card I have ever seen from 
a locomotive, driven at 55 miles an hour, with a satis- 
factory amount of compression, which is here, as you 
| See, very small indeed. In addition to that, | have some 
| indicator cards, just received from England, showing 
the action of a compound locomotive of the Worsdell 
type, running as high as 86 miles an hour. Probably 
this card, taken at this high speed, is the only one in 
|existence. Mr. Worsdell is enabled to get a card of this 
| kind at such a speed only by placing the gear, which is 
\a Joy motion, at a long cut-off. If he cuts off early with 
| the Joy gear, as with all the other gears presented here 
| to-day, he gets a compression higher than the boiler 
pressure. 

| Regarding the Lehigh Valley gear, the compression 
j}and the exhaust opening are mag es | governed by the 
| main valve, which can be driven inc ependently in any 
| manner desired, and the cut-off is also independent, and 
governed by the cut-off valve on top of the main valve. 

Mr. Prop.es: The clearance is something that should 
| be considered in looking at the compression, as shown 
| in those cards. 

Mr. MARSHALL: That, I think, is an important point— 
the amount of clearance in each of these compression 
lines. At the same time, if the Lehigh Valley engines 
have two valves and are driven independently, I should 
not-be surprised if the additional complications would 
counterbalance the additional advantages obtained. 
The distance between the cylinder head and piston head 
is not always a good thing to judge by in the matter 
of clearance. 

Mr. BARNEs: That is, the clearance should be reckoned 
in per cent. 











TECHNICAL. 


Locomotive Building. 

The Cooke Locomotive Works have an order from the 
Union Pacific for 15 consolidation locomotives, weighing 
86 tons each, with eight drivers and 20 «x 26 cylinders, 

The International & Great Northern has contracted 
for 10 mogul freight engines and six heavy passenger 
| engines, 





Car Notes. 


The Chicago, Milwaukee & St. Paul is neting 
| frigerator cars, with the national hollow brake 
j}and the Westinghouse air brake. 


100 re- 
beam 


The Cleveland, Cincinnati, Chicago & St. Louis has 
let a contract for 1,000 cars to the Barney & Smith Co., 
of Dayton, O., and for 1,000 to the Missouri Car & 
| Foundry Co., of St. Louis. 


| ‘The Chattanooga Car & Foundry Co. is completing 


| some platform cars for the Huntsville & Monte Sano 
ten drop-bottom cars for the Chattanooga Union and 
eight platform cars for the Ensley furnace at Sheffield, 
Ala. 





The Pullman Car Co. has received an order for 12 
| cable cars for the Brooklyn bridge at $3,900 each. : 

Two new chair cars have been built at the Toledo shops 
of the Wabash. 

The Pardee Car & Machine Works, of Watsontown, 
Pa., have been awarded the contract for constructing 
100 60,000-1b. hopper gondola coal cars for the Westmore- 
land Coal Co. 

The Muskegon Car Co., of Muskegon, Mich., is build- 
ing 300 cars for the Elgin, Joliet & Eastern. 

The Louisville & Nashville is daily receiving 
and ore cars for its southern lines from the 
Works at Huntington, W. Va. 


The International & Great Northern has placed an 
order this month for 800 box, six passenger, two baggage 
and two mail cars. 

The Roanoke Machine Works have 
coal cars for the Norfolk & Western. 


Bridge Notes, 


The Missouri Valley Bridge & Iron Works of Leaven 
worth, Kan., has received the contract to build four iron 
bridges at Beeville, Tex. 

The City of Roanoke, Va., has voted to issue $30,000 of 
bonds for overhead bridges on certain streets crossing 
railroad tracks. 

Proposals are wanted until March 1, for the construc- 
tion of an iron bridge at Couchville, Tenn., by Esquire 
Engeles, Nashville, Tenn. 

The Commissioners’ Court of Goliad County, Tex., 
has let the contract for raising the iron bridge over the 
Goliad River and putting in an additional span of 
100 ft. 

The County Commissioners have let the contract for 
an iron bridge 250ft. long near Florence, Ala., to N. H 


new coal 
Ensign Car 





tinished 20 new 





Converse, of Chattanooga, for $4,078. There were 16 bids 
for the work, 





Plans have been prepared for a bridge over the Missis- 
sor River at Hastings, Minn. The bridge is to be 400 
ft. long and 50 ft. above high water mark. 

L. E. Vogler, of the Bothwell Bridge Co., will receive 
proposals until March 5 for the erection of an iron bridge 
over the Thames River at Bothwell, Out. 

A bill has been introduced in the United States Senate 
to authorize the Lake Superior & Pacific to build a draw 
bridge, with 110 ft. spans, over the St. Louis River, be- 
tween Minnesota and Wisconsin. 

The President has approved the act for the construction 
of a bridge across the Mississippi River, at or near Bur- 
lington, Ia., and the act for the construction of a bridge 
over the Missouri River, in Douglass County, Mo., or in 
Sarpy County, Neb. 

The County Commissioners propose to build a bridge 
across the Brazos River, in Waller County, Tex. 

The bill authorizing the construction of a bridge across 
the — River at Lyons, Ia., is now before Con- 
grees. The bridge will be 1,600 ft. long and 58 ft. above 

1igh water mark. The estimated cost of the structure 
is $100,000, and $30,000 of this amount has been subscribed 
by the city of Lyons, 

The bid of the Edge Moor Bridge Works, of Edge 
Moor, Del., to construct the Selby avenue bridge, at St. 
Paul, Minn., for $69,071, has been formally accepted by 
the Board of Public Works. 

The following bids for erecting a bridge over the Ten 
Mile River, were received by the State Engineer, at Den- 
ver, Colo.: Missouri Valley Bridge and Iron Co., Leaven- 
worth, Kan., complete, $1,585; Ernest Campbell, Breck- 
enridge, Colo., $1,490. 

A charter has been granted to the Shiffler Bridge Co., 
of Pittsburgh. J. W. Walker, who has heretofore been 
sole proprietor of the Shifler Bridge Works, will be 
President of the new company; F. L. Geist, Vice-Presi- 
dent, and C. D. Marshall, Secretary. The change will 
not take effect until April 1 

The Fort Worth & Denver City is to erect a steel 
bridge over the Trinity River at Fort Worth, Tex. 

A new bridge will be erected over the Willamette 
River at Salem, Ore., to replace one destroyed by the re- 
cent floods, 

Nine bridge companies submitted bids for constructing 

two iron bridges at Sauk Center, Minn. The bids of the 
Wisconsin Bridge & Iron Co., $6,089 and $3,481, were the 
lowest for the two bridges, and the lowest for the second. 
A. Y. Bayne & Co., of Minneapolis, made a bid of $5,974 
for the first bridge. 
A favorable committee report has been made to the 
New York State Legislature on the bill authorizing the 
New Jersey & New York Bridge Co. to build a bridge 
over the North River. The bill provides that the bridge 
shall be constructed at an elevation of at least 145 ft. in 
the clear above the level of mean high water at the 
towers or piers, and 155 ft. above the same level at the 
centre of the main span, and that no pier or tower or 
other obstruction shall be built in the river between 
such shore piers. 

Bills have been introduced in the Ohio Legislature 
authorizing the Commissioners of Muskingum County 
to build a bridge over the Muskingum River, and 
authorizing Jackson County to borrow money to replace 
bridges washed away. 

Bids will be received until March 7 by S. Phillips, 
Chairman of the County Committee, Eagle Furnace, 
Roane County, Tenn., for a bridge across White's Creek 
on the Cincinnati Southern. 

The Commissioners of Kent and Catlin, of Queen 
Anne’s County, Md., have decided to build a new bridge 
across the river at Crumpton. <A draw was built in 1888, 
and now itis the intention to build the two ends of the 
bridge new. The contract has been awarded to R. N. 
Boston, of Chestertown, Md. 


Manufacturing and Business. 


J. J. McCabe, of 121 Liberty street, New York City, has 
leased the entire building No. 68 Courtland street, and 
will soon remove his stock of iron-working machinery for 
locomotive and machine shops to that building. 

The Hinson Car Coupler Co. has established a branch 
office at Room 65, Boreel Building, No. 115 Broadway, 
New York. Mr. John M. Hoon will be in charge of this 
Eastern oftice and Mr. T. F. DeGarms will be associated 
with him. 

The Simonds Rolling Machine Co., of Fitchburg, Mass,, 
is making extensive alterations and enlarging its 
works. The company hasan order for 40,000 track-bolts 
for the Old Colony, and a large quantity of small mate- 
rial for the Boston & Albany. It also has a contract for 
a large number of shells for the Driggs Ordnance Co, 


Anthony & McElroy, of Philadelphia, have recently 
received an order from the Roanoke Machine Works for 
1,200 Brazil turn buckles. Orders for smaller quantities, 
aggregating 300 turn buckles, have also been recently 
received from various firms. 

The Gilbert & Barker Manufacturing Co., of Spring- 
field, Mass., has been appointed general agent for the 
manufacture and sale of the fuel oil burners of the 
Aerated Fuel Co., of Springfield, for the entire United 
States. 

Acorporation in Tokio, Japan, ‘The Takata Com- 
pany,” Les awarded a large contract for electric lighting 
tothe Westinghouse Electric Co., of Pittsburgh, Pa. 
The plant will be put up at Shidznoka, near Tokio, and 
it willhave a total capacity of 500 lights. This is the 
first alternating current central station plant in progress 
of erection in Japan. The Westinghouse Company will 
immediately make the first shipment of three 500-light 
alternating current dynamos, with other electrical ap- 

yliances for a central station. A large central station 
or electric lighting is now being installed with Westing- 
house alternating current apparatus in Canton, China. 

The Aitna Machine Co., of Warren County, Ohio., has 
orders from Westerman & Co., of Lockport, N. Y , for 
a 550 H. P. engine to drive a train of rolls in the Lock- 
port Mills, and from the Lancaster Iron Co., Lancaster, 
Ohio, for a 550 H. P. engine to drive a train of rolls in 
the mills at Lancaster. 

The Scarritt Furniture Co., of St. Louis, has received 
an order for 200 Scarritt-Forney seats for new cars on the 
International & Great Northern. 


Iron and Steel, 


The Pottstown Steel Works, of Pottstown, Pa., is tu 
ut in al0-ton Aikin hydraulic crane with three motions 
puilt by the Lewis Foundry & Machine Co., of Pitts- 
burgh. The latter company has shipped the Pennsy'- 
vania Bolt & Nut Co., of Lebanon, Pa., an 8-in. guide 
roll train, and a 16-in. merchant bar mill, together with 
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a full equipment of rolls and Corliss engines to drive the | 
trains. 


The new rolling mills of the Pennsylvania Bolt & Nut 


Co., at Lebanon, Pa., are nearing completion. ‘They 
comprise three trains, 16 in., 10 in. and 8 in., and five 
heating furnaces, with a daily capacity of 100 tons. This 
firm has purchased all the machinery of the Iron City 
Mfe. Co., of Pittsburgh, and this will greatly increase 
its output of bolts ance nuts for bridge work. 

\t the annual meeting of the Leechburg Foundry & 
Machine Co., W. D. Rowan, G. Mesta, W. A. Cochran, 
W. J. Steele and J. W. Potfenberger were elected direc- 
tors. It was voted to increase the capital stock from 
875,000 to $100,000, 

The crucible steel works of Martin Joyce, at Coraop- 
olis, about ten miles below Pittsburgh, will soon com- 
mence operations, 


The new Bessemer steel department of the Oliver Lron | 


& Steel Co., Pittsburgh, will be ready for operation 
shortly. The work of placing the two five-ton converters 


and the new blooming roll train in position, is now being | 


done. 

The Philadelphia Steel Co. has purchased a large tract 
of land at the new town of Charleroi, Pa., on the Monon- 
vahela River, and it is said will spend $250,000 on its new 
plant. 

William Tod & Co., of Youngstown, O., have orders 
for an additional blowing engine for the Steubenville 
furnace of the Riverside Iron & Steel Co., and for large 


amounts of special machinery for Carnegie, Phipps & | 


Co. and the Johnston Co., of Johnstown, Pa. 

The Dunbar Rolling Mill Co. has been organized at 
Dunbar, Pa., to build works near thattown. Seventy- 
five thousand dollars of the capital stock has been sub- 
scribed. C. B. Newman is President. 

The Anchor Foundry & Machine Works, of Pittsburgh, 
is putting in its erecting department a 20-ton overhead 
traveling crane built by the Phoenix Iron Works Co., of 
Cleveland, O. The firm has contracts fora 24 x 30 en- 
zine for the new butt-weld department of the National 
Tube Works Co. at McKeesport, Pa.: a new rail-tipping 
machine for the Edgar Thomson Steel Works at Brad- 
dock, Pa.,and a pushing machine for the pipe mill of 
Spang, Chalfant & Co, at Etna, Pa. 

Stee! Car Building in Chicago, 

Our readers will have noticed in the daily press various 
accounts of a new industry to be started in Chicago, 
viz., the manufacture of steel cars. The project has 
now become a settled fact. The company has been 
organized, and a controlling interest is owned by Mr. 
T. W. Harvey, a well-known lumber merchant in the 
West. The works will be built immediately, at the 
crossing of the Grand Trunk and the Illinois Central 
systems in Chicago. The ground for the plant consists 
of 709 acres, and lies two miles beyond the city limits 
and three miles beyond Pullman. The size of the shops 
will be about as follows: Erecting and paint shops, two 
buildings, with 150 ft. covered space between, 80 x 300 
ft. each: foundry, 100 » 100 ft.; machine shop, two 
stories, 100 x 120 ft.: blacksmith shop, 80 x 120 ft.; shop 
for the construction of iron sills, 40 « 150 ft.; wood shop, 
two stories, 60 «x 150 ft. 

\ complete system of tracks and switches will enable 
cars to be run into any shop when desired, and rails 
will be laid for the transportation of material in any 
desired direction. Overhead cranes will be used to a 
large extent, and be driven in the most approved 
manner. The capacity of the shop will be 15 cars per 
day. The company has already a good demand for 
steel mail cars, and state that it also has an order for 
a steel chair car and a steel freight car from the Bur- 
lington road. The mail cars, as well as the other 
cars, are made fire-proof, and it is the intention to 
furnish in the mail cars a tire and burglar proof 
safe of large dimensions which can be locked 
securely in New York City, and carried without 
opening to the Pacific Coast with no danger of loss 
by thieves-or fire. It is the intention to use the 
most improved machinery in this plant and to light 
the whole by electricity. The name of the place where 
the shops are located is Harvey, which already has 
a large wind-null manufactory and a brass and iron 
foundry. In addition to the new steel works at this 
point, two large manufactories are to locate here, which 
are each now doing a good business in Iowa. The inten- 
tion of the company is to make an attempt to builda 
steel freight car that will meet the demand of actual 
service, both in durability and cost. Of course, it is 
hoped that the first cars will be satisfactory, but even if 
they are not, it is the intention to keep on and develop 
one that will be, if money and energy can doso; and, 
further, to develop not only a business for the con- 
struction of, but also a demand for a better class of 
freight cars, constructed wholly of metal, if possible. A 
postal car, built on the system of this company, was 
illustrated in the Railroad Gazette Jan. 4, 1889. 








The Westinghouse Butter. 
\t New Durham, on the tracks of the West Shore 
on Tuesday last, an exhibition was made of the 
new Westinghouse double acting friction buffer as ap- 
plied to freight cars, in connection with the Janney 
coupler and the Westinghouse brake. This train has 
been making a tour of the Western and Middle states 
as previously mentioned in the Railroad Gazette, The 
first exhibition was made at Altoona, Pa., the sec- 
ond at Chicago; after that at Cleveland, Buffalo 
and Coeymans Junction, near Albany, on the West 
Shore. At the Altoona and Chicago exhibitions 
the cars were not loaded, but since then they have been 





loaded with grain for the East, and at the New 
Durham tests carried 12!f tons each. The_buf- 
fer has stood up well under the repeated blows, 


which in some cases have been so heavy as to cant the 
end sills of the car downward as a result of the flange 
on the draw-head striking it after the capacity of the 
friction buffer was exhausted. The construction of this 
device was shown fully for the first time in its new shape 
in the Railroad Gazette of Feb. 21. Its purpose is to serve 
as an absorbent of blows without permitting a reaction; 
the work being dissipated by the friction of the plates 
\s this device has been exciting much interest because 
of its novelty and of the large experience of its makers 
in the railroad field, the exhibitions of its action have 
been well attended by prominent railroad men. 
The Leslie Brothers’? Manufacturing Co. 

\ company incorporated under the laws of the state of 
New Jersey, with a paid up capital of $500,000, with 
headquarters at Paterson, N. J., principal stockholders 
—J.S. Leslie, E. Leslie and M. Sweetnam—has been re- 
cently organized for the purpose of entering upona 
larger field than was contemplated at the time its pre- 
decessor, the Rotary Steam Snow Shovel Manufacturing 
Co., was formed, The object the old company had in 


view was the manufacture of the rotary steam snow 
shovel only. The new company will not only build the 
rotary plows, but will also manufacture railroad appli- 
ances and different kinds of machinery of special 
merit, upon which the Leslies own valuable patents. 
With such a record as has been made by their rotary 
plow, the success of the Leslie Brothers can already be 


considered assured, and if their other devices prove as | 


meritorious as ‘‘ The Rotary,” there is a fine future 
for the new company. The officers of the new com- 
yany are J. S. Leslie, President and General Manager; 
{ Leslie, Vice-President; M. Sweetnam, Secretary and 
‘Treasurer. 
New Shops of the Egan Company. 

The Egan Company is making extensive additions to 
its shops in Cincinnati. The new buildings will cover a 
square in the heart of the business portion of the city, 
and will have afrontage of 360 ft., with a depth of 1,000 
ft., all of brick, and four stories high, giving employ- 
ment to nearly 400 workmen, and 150in the foundry 
located near by. The capacity wil be doubled. This 
increased floor space affords ample room for the build- 
ing of the large tools required by car builders, railroad 
shops, etc., for which, of late, there has been such a good 
demand. ‘The equipment of this establishment will be 
of the most modern type. The planer room has in it 
what is claimed to be the largest iron planing machine 
in the West, 72 in. wide, 20-ft. bed. The power to drive 
the machinery will come from a 300 horse power Corliss 
engine, and the works will be lighted by electricity. 

The St. Clair Tunnel, 
The tunnel is now completed for a length of 1,365 ft. 
on the American sid’. From the point where the old 
shaft was put down two years ago a change will be 
made in the method of removing the earth. This shaft, 
which was sunk to a depth of 100 ft., will be used for 
hoisting the earth tothe surface. New buildings for 
the engine and boiler are being erected near the shaft. 

To Improve Duluth Harbor, 

The Secretary of War has transmitted to the House a 
report upon the survey of the property recently given to 
the United States by the city of Duluth, Minn. The 
project for improvement of the entrance to the harbor 
contemplates, first, the acquisition of the necessary land 
for the work, and quieting title to property already 
deeded tothe United States, at an estimated cost of $100,- 
000; secondly, the construction of new piers at the canal, 
and dredging the canal to a depth of 22 feet, $376,510; 
and, thirdly, the construction of a breakwater in front 
of the canal at an estimated cost of $1,869,332—total, 
$2,345,842, 

Electric Street Railroads, 
The Minneapolis & St. Paul Street 
has decided to use electricity as a motive power. It will 
adopt the Sprague system, and contracts have been en 
tered into for equipping 200 miles of track. The contract 
calls for 400 motors, two on each car, one on each axle. 
This will be the greatest length of track ever equipped 
by one company to operate by electricity. The contract 
amounts to about $2,000,000. An unused cable plant 
on which $400,000 had been spent was given up when it 
was decided to use electricity. 

The Strong Locomotive. 
The Strong Locomotive & Mfg. Co. has been incorpor- 
ated in Ohio by James H. Stewart, M. D. Woodford, J. 
F. Barnard, Eugene Zimmerman, Matthew Addy, Alex. 
Gordon, of Hamilton; George S. Strong, Charles H. 
Duhme, Louis Duhme, James M. Glenn and C, Neilson. 


Continuous Steam Heating on the Pennsylvania, 
A passenger train titted up with the return system with 
which the Pennsylvania has been experimenting for the 
past year at Altoona, and which has been heretofore 
described in the Railroud Gazette, has just been placed 
for trial on the Schuylkill Vatley branch. Similar trains 
are being placed on all the divisions, says a Philadelphia 
paper, and it is believed that the tests have been satis- 
factory. These have been conducted by means of atrain 
kept standing on a siding at Altoona, and have been 
successful in keeping a uniform temperature in all the 
cars. 
Automatic Block Signals onthe New York Centra}, 

The Union Switch & Signal Company is to equip the 
Harlem division of the New York Central & Hudson 
River, from Mott Haven to Woodlawn, with the auto- 
matic electro-pneumatic block signal. This section has 
four main tracks, is about seven miles long, and there 
will be 13 blocks. There will be five pneumatic inter- 
locking towers, including one at the north and one at 
the south end of the Y at the junction of the Hudson 
River division. The engine for compressing the air will 
be located at the Mott Haven yard. 

The Laboratories of Cornell University. 

In a recent circular sent out by Prof. E. A. Fuertes it 
is said that this college [College of Civil Engineering, 
Cornell University] will be glad to make experiments, 
or tests, or reports upon any subject within its power, 
free of charge in so far as the time, the personal service 
of its instructors or employés, or the use of its labora- 
tories or equipment is concerned. If any expenses are 
incurred in the purchase of material, or for any other 
reason, cost charges may be made; but in any case, any 
probable or possible expense may be previously ascer- 
tained by ae ay This college has in operation 


10 laboratories dedicated to research or investigation in | 


well-defined engineering specialties. Special attention 
is paid to this work: Ist is a “general laboratory” for 
all known tests of the efficiency of machines and of the 
materials of construction in wood, metal, or stone, in- 
cluding the usual range of tests, and the quantities or 
data that may be computed from the results of the tests. 
2d: A laboratory is in operation for special investiga- 
tions relating to ‘‘ Bridge Work,” and in which several 
important questions are now undertreatment. 3d: There 
are four connected laboratories for comparisons of 
lengths, and such researches as are related to the deter- 
mination of errors of graduations, or in micrometric, 
gravimetric, or magnetic investigations of the de- 
gree of precision required in geodetic, physical, and 
astronomical work. 4th: An ‘“ Hydraulic Laboratory, 
suited to the determination of all hydraulic coefficients 
or constants in a scale commensurate with the require- 


ments of actual practice in a very large number of cases; | 


and generously equipped for the determination of the 
efliciency of motors, and supplemented by the equipment 
of other laboratories, 5th: cement and masonry 


laboratory provided with many automatic machines for | 
ig out its work_on a large | 
scale, with every advantage for systematic and standard- | 


various purposes, and carry 





ized tests. The nature of the standards chosen so far 


have been the result of much study and not a little ex- | 








perience on the part of specialists. 6th: A bactereolo- 





Railway Company | 


| 
| gical laboratory for the investigation of bacterial life 
| under its sanitary aspects, with the aid of medical and 

biological experts. This laboratory is gaining in im- 
portance quite rapidly, and will soon be completely 
equipped for the most advanced kind of work. 7th: 
A photographic laboratory, which is heavily called upon 
by the demands of the other nine laboratories of this 
college, and by the requirements of the class-rooms and 
field work. But this laboratory is run as an adjunct to 
the others, and is not intended to develop the progress of 
photography. 8th: A machine shop, with heavy and with 
delicate machinery is also connected with the laboratories 
for the repair of the equipment, with two mechanicians 
constantly preparing specimens for tests, or constructing 
special apparatus. In addition to the facilities men- 
tioned, the college has access to the chemical, botanical, 
electrical, entomological, geological, physical and me- 
chanical laboratories in other colleges or a of 
the University, and to their libraries and equipment, 
with the co-operation and advice of the specialists in 
charge. 

Prof. Fuertes adds: ‘‘It gives me much pleasure to 
add that this college will be glad to do any work 
of the nature indicated, and that I shall be willing, 
at any time, to answer such questions as you might 
wish to ask in reference to our capacity for performing 
| any tests, and their cost to you, with the understanding 
that no charges will in any event be made for time or 
professional services, use of equipment, machinery or 
profits, as previously stated.” 


THE SCRAP HEAP. 


Notes. 
tight Rev. John Shanley, Roman Catholic Bishop of 

North Dakota, is having a ear built in which to make 

his episcopal visitations. 

The Columbus, Hocking Valley & Toledo road has ap- 
pointed an oculist, who is now examining the train and 
station men for defects of vision. 

| TheCentral of Georgia will, it is stated, erect new 
shops in Columbus, Ga., at a cost of about $100,000, at 
anearly day. The City Council has been asked to do- 
nate the ground to build the shops on. 

During January last the Michigan Central made the 
remarkable record of running an average of 41 trains 
per day over the Canadian Division, which is a single- 
track road. Over 50 trains passed a given point on some 
days, but the reduction of work on Sundays cut down 
the daily average. 

A Buffalo paper says: “The New York Central has 
;} abandoned the experiment of having one conductor 
make the through trip between New York and Buffalo 
on trains 8and 9. It was found to be too much work 
|for one man.” These are the Atlantic and the Pacific 
expresses, and are scheduled at 14%; and 15 hours re- 
spectively. 

The annual contracts for coal to be delivered to the 
Grand Trunk, the letting of which is supposed to have 
a marked influence on the price at Buflalo for a whole 
season, have just been awarded. The price was on the 
basis of $1.80 per ton, delivered at the International 
bridge, Buffalo. Bell, Lewis & Yates, of Buffalo, took 
orders for 150,000 tons: Bright, Dowdell & Co., 50,000 

| tons, and Thomas Loomis & Co., 30,000 tons. Thomas 
| Mitchell & Sons, of Brady’s Bend, got 40,000 tons, and it 
is understood that the larger part of the rest of the 
800,000 tons went to the New York, Lake Erie & Western. 


A Pan-American Railroad, 


The Committee on Railroads of the International 
American Conference has made a report which has 
been unanimously adopted by the Conference. The 
committee recommends the construction of an inter-con- 
tinenta! rairoad, to connect the railroad system of North 
\merica with that of the Argentine Republic. They pro- 
pose an international commission of Engineers, who 

| shall have their headquarters in Washington, and from 
this point shall direct a topographical, geographical and 
mineralogical survey of the route down the backbone of 
the hemisphere from the Citv of Mexico to tlfe northern 
boundaries of the Argentine Republic. The commission 

|is to be composed of representatives of each of the 
countries interested, and all itsexpenses are to be paid 
by assessment made upon them at a rate of $1,000 per 
million of population or some corresponding amount. 
Such an assessment would amount to a total of $150,000, 
which, it is thought, will be sufficient to meet all neces- 
sary expenses. The plan is for the engineers from the 
several republics to meet in Washington, and here 
divide the territory to be surveyed into districts as may 
seem most practicable. Both the President and Mr. 

| Blaine are said to be deeply interested in this project. 

Bridge Disasters. 

A passenger train of the Evansville & Terre Haute was 
| precipitated into Kelso Creek, near Vincennes, Ind. 
| early on Tuesday morning. The engine was submerged 
|}and the engineer and fireman killed. The first three 
cars were badly wrecked, some of them being thrown 
completely across the stream, but only five passengers 
are reported as seriously hurt. It was raining hard and 
the river was high, but the cause of the failure of the 
bridge is not stated. Damage by heavy rains was re- 
ported from many pointsin Indiana. The Evansville & 
Terra Haute bridge, over the Eel River, was weakened, 
and the Pan Handle bridge, over Mad River, near Col 
umbus, O., was washed out. Washouts were numerous, 
anda freignt train of the Ohio, Indiana & Western was 
wrecked in one of them. Near Jackson, two bridges on 
the Ohio Southern Road were washed out and many 
culverts were destroyed. At Lima, the Cincinnati, 
Hamilton & Dayton lost a bridge. 

Suits Against the Grand Trunk, 

The victims of the train accident on the Grand Trunk 
at St. George, near Hamilton, Feb. 27, 1889, have con- 
solidated their suits for damages against the company; 
the aggregate amount is $300,000. 

The Baltimore & Ohio Relief Association, 

The court at Baltimore has decided the cases of Cannon 
and Conley against the Baltimore & Ohio Employés’ Relief 
Association and the Baltimore & Ohio Railroad. These 
cases were instituted some time ago by Cannon and 
Conley, praying for the appointment of a receiver and to 
set aside an assignment of the property and assets of 
the Relief Association made to the railroad company 
shortly before the dissolution of the relief association 
under the act of 1888. 

The court decides that the repealing statute is consti- 
tutional and ‘hat a receiver should be appointed. 

The agreement was made by the Committee of Man- 
agement without notice to the members of the associa- 
| tion, The court says that the very term members in this 
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connection conveyed certain recognized rights to snene! 
so termed. It is understood the railroad company will 
appeal to the Court of Appeals. 


Standard Time Accepted in Cincinnati. 


The city of Cincinnati adopted standard time on Feb. 
22. Heretofore all business, except that of railroads and 
telegraphs, was done by local time, which is 22 minutes 
faster than central standard time, and churches, schoo!s, 
stores and factories are all adapting themselves to the 
standard. Some of the churches changed the hour of 
morning service from 11 to 10.30, The banks have agreed 
to continue the same hours—from 10 te 3—thus setting 
the day’s work back 22 minutes. 

A New Equipment Co, 

A bill has been introduced in the Virginia Legislature 
to Incorporate the Richmond Equipment & Security Co. 
Che incorporators are William H. Palmer, William R. 
Trigg, J. J. Montague, R. A. Laneaster, T. William 
Pemberton, Thomas Atkinson and Norman V. Ran- 
dolph. The company is to supply rolling stock to rail- 
roads and guarantee the equipment bonds issued by 
them. Itis stated that the Richmond Locomotive and 
Machine Works will hereafter be known under this 
name, 

», T . 
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MEETINGS AND ANNOUNCEMENTS. 





Dividends, 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Delaware & Hudson Canal, 124 per cent., payable March 


o. 

Fort Wayne &: Jackson, 234 per cent. on the preferred 
stock, payable March 1. 
ae & Lake Winnipeg, 444 per cent., payable 
‘eb, 1. 

Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 

Adirondack, special, 21 Cortlandt street, New York 
City, March 14, to act upon a proposed issue of bonds. 

Atlanta & Charlotte Air Line, annual, 48 Wall street, 
New York City, March 12. 

Central Union Depot & Railway Co,, special, Central 
Union Station Building, Third street and Central 
avenue, Cincinnati, O., March 10. 

Colorado Central, special, Union Depot, Denver, Colo., 
March 17, to act upon a proposed consolidation. 

Denver, Marshall d: Boulder, special, Union Depot, 
et Colo., March 17, to act upon a proposed consoli- 
dation. 

Dunderberg Spiral, special, 831 Broadway, New York 
City, March 8 to act upon a proposed issue of bonds. 

East Tennessee, Virginia d& Georgia, special, Knoxville, 
Tenn., April 15. 

Georgetown, Breckenridge d& Leadville, special, Union 
Depot, Denver, Colo., March 17, to act upon a proposed 
consolidation. 

Greeley, Salt Loke & Pacific, special, Union Depot, 
rr Colo., March 17, to act upon a proposed consoli- 
dation. 

Iilinois Central, annual, Chicago, Il., March 12. 

Kansas City, St. Louis & Chicago, annual, 511 Olive 
street, St. Louis, Mo., March 11. 

Louisville, New Albany & Chicago, annual, 31 Nassau 
street, New York City, March 12. 

Missouri Pucific, annual, St. Louis, Mo., March 11. 

New Orleans & Northeastern, annual, New Orleans, 
La., March 3. 

New York, Dunbury d Boston, special, 96 Broadway, 
New York City, March 17. 

St, Louis, Iron Mountuin ad Southern, annual, St. Louis, 
Mo., March 11. 

Texas & Pacific, annual, 195 Broadway. 
City, March 5. 

Railroad and Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The American Association of General Passenger and 
Ticket Agents will hold its next annual convention in 
the City of Mexico, Mex., March 8, 

The Master Car Builders’ Association will hold its next 
annual convention at Old Point Comfort, Va., June 10. 
Rooms should be secured of Mr. F. N. Pike, manager, 
Hygeia Hotel, Fortress Monroe, Va. 

The New Englund Roadmasters’ Association will hold 
its eighth annual meeting at Boston, Mass., Aug. 20 and 
» 


New York 


The New England Railroad Club meets at its rooms in 
the United States Hotel, Beach street, Boston, on the 
second Wednesday of each month, except June, July 
and August. 

The Western Railway Club holds regular meetings on 
the third ‘Tuesday in each month, except June, July and 
August, at its rooms in the Phenix Building, Jackson 
street, Chicago, at 2 p. m. 

The New York Railroad Club meets at its rooms, 113 
Liberty street, New York City, at 7:30 p. m., on the 
third Thursday in each month. 

The Central Railway Club meets at the Tift House, 
Buffalo, the fourth Wednesday of January, March, May, 
August and October. 

The Northwest Railroad Club meets on the first Satur- 

day of each month in the St. Paul Union Station at 7:30 
p. m. 
The Northwestern Track and Bridge Association meets 
nthe Saturday following the second Wednesday of 
each month at 7:30 p. m. in the director's room of the 
St. Paul Union station, except in the months of July 
and August. 

The American Society of Civil Engineers holds its regular 
meeting on the first and third Wednesday in each month, 
at the House of the Society, 127 East Twenty-third street, 
New York. 

The Boston Society of Civil Engineers holds its regular 
meetings at Boston, at 7:30 p. m., on the third Wednesday 
in each month. The next meeting will be held at the 
American House. 

The Western Society of Engineers holds its regular meet- 
ings at its hall, No. 67 Washington street, Chicago, at 
7:30 p. m., on the first Tuesday in each month. 

The Lugineers’ Club of St. Louis holds regular meetings 
in - Louis on the first and third Wednesdays in eac 
month. 

_ The Engineers’ Club of Philadelphia holds regular meet- 

in as the house of the Club, 1,122 Girard street, Phila- 

delphia. 

The Engineers’ Society of Western Pennsylvania holds 
ular meetings ou the third Tuesday in each month, at 


re 
a p. m., at its rooms inthe Penn Building, Pittsburgh, 





‘a. 
The Engineers’ Club of Cincinnati holds its regular 


meetings at 8 p. m. on the third Thursday of each month 
at the Club rooms, No. 24 West Fourth street, Cin. 
cinnati. 

The Civil Engineers’ Club of Cleveland holds regular 
meetings on the second Tuesday of each month, at 8:00 
p. m., in the Case Library Building, Cleveland. Semi- 
monthly meetings are held on the Fourth Tuesday of the | 


month. | 








other end kept its place. 


the pier and consequently prevent the structure from 
rising with the ice. 
neglected that the piles or trestles are raised from 6 to 8 


It frequently occurs where this is 


in. out of line by the pressure of the water under the 
ice, in one night. Sometimes whole bents would be 
raised, at other times one end of the bent, while the 
To adjust the bridge again 


it would become necessary to cut the piling or posts, 


The Engineers’ Club of Kansds City meets at Kansas | as the case might be, to bring it back tosurface, and then 


City, Mo., on the first Monday in each month. | 

The Engineering Association of the Southwest holds 
regular meetings on the second Thursday evening of 
each month at 8 o’clock, at the Association headquarters, | 
Nos. 63 and 64 Baxter Court, Nashville, Tenn. 

The Civil Engineers’ Society of St. Paul meets at St. | 
Paul, Minn., on the first Monday in each month. 

The Montana Society of Civil Engineers: meets at Hel- | 
ena, Mont., at 7:30 p. m., on the third Saturday in each 
month. 

The Civil Engineers’ Ciub of Kansas holds regular meet- | 
ings on the tirst Wednesday in each month at Wichita, 
Kap. 

Boston Society of Civil Engineers. | 

A regular meeting was held Feb. 19, 1890, at the Am- 
erican House, President FitzGerald in the chair. Forty 
nine members and seven visitors present. 

Messrs. Frederick W. Farnham, Willard M. Foster, 
Alfred E, Nichols and Fred. S. Pearson were elected to 
membership. 

The President announced the death of Lincoln Cabot, 
a member of the society, which occurred at Honolulu, 
Sandwich Islands, Dec. 14, 1889. A committee, consisting 
of Messrs. Tinkham and Blodgett, was appointed to pre- 
pare a memoir. 

Mr. William E. McClintock was elected a Vice-Presi- 
dent and Prof. W.S. Chaplin a Director, for the terms 
expiring at the annual meeting in 1891. 

Messrs. H. H. Carter and F. P. Spalding were appoint- 
ed tellers to canvass the ballots for officers at tiie com- 
ing election. 

Captain Eugene Griftin, General Manager Railroad 
Department Thomson-Houston Electric Co., read a 
paper on “The Transmission of Power by Electricity.” 
The paper was discussed by Messrs. Blodgett, Pearson, 
Tilden and others. 

Engineers’ Club of St. Louis. 

The 322d meeting was held Feb. 19, Vice-President 
Burnet in the chair; 32 members and eight visitors pres- 
ent. The following were elected to membership: Wm. 
E. Barns, Emerson McMillin and John H. Pope. 

Prof. J. B. Johnson read Mr. Edward H. Connor's 
paper on the “Substructure of the Cairo Bridge.” The 
paper was accompanied by drawings, showing the 
spans, piers and caissons; also by numerous tables, and 
the complete specifications of the bridge. The paper ex- 
plained the work of construction in detail, and the diffi- 
culties met with in various parts of the work. The 
tables gave the results of numerous tests on cements, 
showing the effect of different proportions of salt, the 
effect of freezing, the effect of fine grinding, etc. The 
results were given for both Portland and Louisville 
cements. A gencral discussion followed, participated in 
by Messrs. Crosby, Kebby, Holman, Ockerson, Burnet 
and Ferguson. Mr. Barr, of the firm of Anderson & 
Barr, who were the contractors for the substructure of 
this bridge, was present and related some of his experi- 
ences. 

Under general discussion, Mr. Willard Beahan was 
called upon for some intormation regarding the outlook 
for engineers in South America, he having recently re- 
turned from that country. He stated that the prospects 
for American engineers were excellent at the present 
time. Railroads are few, but a large number are in 
prospect. Municipal engineering was just being taken 
up. The prices secured and salaries paid were good. 
Most of the engineers now in that country were French, 
there being only a few from America and England. 
Engineers' Society of Western Pennsylvania. 

The Tenth Annual Meeting was held at Pittsburgh, 
Jan. 21, 1890, President Brashear in the chair, and 60 
members and four visitors present. 

The board presented the names of the following 
gentlemen, applicants for membership: John M, Good- 
win, William Whigham, H. Saunders Morris, L. B. 
Stillwell and F. S. Smith, who were balloted for and 
elected. 

The Committee on Union of Societies in the occupancy 
of one building presented a printed report, which was 
distributed. A. E, Hunt offered the following resolution: 

“That the report of the committee on the union of the 
various Societies be received, and Resolved, that this 





Society is ready to join with other Societies in occupying 
a common home, under suitable conditions, when offered | 
by the Pittsburgh Academy of Science and Art,” which 
was adopted. 

A. E. Frost, Treasurer, presented a report for the year 
ending Jan. 21, 1890. The receipts were $1,727.74, and the | 
expenditures $1,447.26 

he report of S. M. Wickersham, Secretary, gave the 
present membership as 336. 

The officers elected for 1890 are: President, W. L. 
Scaife: Vice-Presidents, Phineas Barnes, two years; A. 
E, Hunt, one year: Directors, R. N. Clark, two years; W. 
G. Wilkins, two years; William Metcalf, one year; M. 
J. Becker, one year; Secretary, S. M. Wickersham, one 
year; Treasurer, A. E. Frost, one year. 

Montana Society of Civil Engineers, 

The regular monthly meeting of the Montana Society 
of Civil Engineers was held Feb. 15 at the office of E. H. 
Becker, of the Montana Central. Messrs. O. C. Dallas, 
Frank D. Jones, James L. Buskett and Finlay McRae 
were elected members. 

The following committees were designated as standing 
committees for the current year: Committee on Public 
Works, Committee on Affiliation with the American 
Society of Civil Engineers, Committee on Public Land 
Surveys, Committee on Library, Committee on Topics. 

Ilr. Sizer, of the committee appointed to confer with 
the Hon. Thomas H. Carter on the subject of the revision 
of the United States mining laws, made a report of 
progress. The committee was continued to make final 
report at the next meeting. 

Northwestern Track and Bridge Association, 

The second regular meeting was held Feb. 15. The 
discussion was continued of Mr. Kimball's paper on 
“Shimming,” an abstract of which was given in the 
Raiiroad Gazette, Jan. 3. 

Mr. John Copeland (C., St. P., M. & O.), read a paper 
= the “‘Care of Pile Bridges in Winter.” Extracts fol- 
ow: 

Where trestle or pile bridges stand in water, either 
running or a pond, the ice should be kept cut anda 





space around the piers be kept open at all times during 
the freezing weather, so when the spring freshets raise 
the stream or pond that the ice will be detached from‘ 


when the ice began to thaw, the piles ortrestle would 
naturally seek their former bed. Then it would be 
necessary to shim the bent. The only way to guard 
against this is as stated before, keep the ice eut around 


| the piers, and thus prevent the upheaval. 


In some kinds of soil heaving cannot be prevented 
then the only alternative is to shim, but let this be done 
hetween the stringer and the cap. In no case should 
shims be allowed to be placed between the rail and ties, 
for it gives the spikes such a short hold that their utility 
as a binder is destroyed. 

It often happens in different varieties of soil through 


| Which a roadbed passes, that the track at each end of a 


bridge will heave more or less. In such cases it is desira- 
ble to bring the bridge back to surface with as little loss 
of time and labor as possible and give good results. To 
do this shim the ends between the cap and stringer if it 
isashort bridge; if a long bridge shim several of the 
bents on each end, leaving the centre. By this means 
the ends are brought to surface, leaving a slight depres- 
sion in the centre, the grade so regulated being so 
gradual that the concussion in crossing is hardly felt’ on 
the train while passing over it. When bridges are being 
built or rebuilt the drift bolts holding the stringer tocap 
should not be driven home, but about one or one and 
one-half inches undriven. Then there is no trouble ex 
perienced in getting under it with a shackle or claw-bar 
to raise it to insert the shim. This also prevents the 
ugly fractures made in the stringer or ong by the effort 
to raise it when the drift bolt is driven home, 

This kind of shimming should be done by the inser- 
tion of a piece of pine the full width of the bridge and 
of the proper thickness required to bring it to surface. 
This leaves no chance for it to work out as in cases 
where short pieces are put in. Very often this shim- 
ming can be done without disturbing the drift bolt from 
the top. That is by setting a couple of screw jacks un- 
der the main stringer and raising the top to proper sur- 
face and cutting out a recess for the drift bolt in the 
shim. The exact place to cut this can be found when 
the stringers are raised to proper surface. Then insert 
the shim and push it in until the edge is flush with the 
cap. This shim should be at all times the full width of 
the top of the cap so as to give all the bearing to the 
stringer. 

Not least in keeping bridges in proper shape in winter 
is the necessity of keeping all bolts tight with nuts and 
washers. This prevents the shaking and jingling inci- 
dent to loose bolts and also prevents the ties from 
bunching in case of derailment. Considerable discus 
sion followed. 


Western Railway Club. 

The topics for discussion at the next meeting of the 
club are: “Interchange Rules at Chicago” and ‘Best 
Means of Balancing the Reciprocating Parts of Loco- 
motives. 


PERSONAL. 
—Mr. John Hewitt, Master-Mechanic of the Detroit 
division of the Wabash, has resigned. 


—Mr. Harry Ebert, Division Master Mechanic of the 
Galveston, Harrisburg & San Antonio, has resigned. 


—Mr. Julian Kennedy, Chief Engineer of the Latrobe 
Steel Works, of Latrobe, Pa., has opened an office in the 
Hamilton Building, Pittsburgh, as Consulting and Con 
tracting Engineer. 


—Mr. John Heck, formerly well known in Western 
railroad circles, died in Lockport, Ill, Feb. 21, in his 91st 
year. He was one of the projectors of the Joliet & Chi- 
cago, now operated by the Chicago & Alton, and was for 
many years a Director of the company. 


—Mr. J. H. Stewart, lately General Manager of the 
Cincinnati, Washington & Baltimore, was presented 
last week by his former employé¢s with a silver service of 
268 pieces and two services of Dresden china, one of 15 
pieces and the other of 14 pieces. He was also given a 
handsome watch, with chain and charm. 


—Mr. O. P. MeCarthy, Assistant General Passenger 
Agent of the lines of the Baltimore & Ohio west of the 
Ohio River, has been appointed General Passenger 
Agent of the Baltimore & Ohio Southwestern, relieving 
Mr. C. K, Lord, who has held that position in addition to 
his duties as Vice-President of the Baltimore & Ohio. 


Mr. Robert I. Sloan has resigned his position as 
Chief Engineer of the Manhattan Elevated Railway, 
New York City, to take a similar position on the Chicago 
& South Side Rapid Transit Co. in Chicago. His associates 
in the Engineer's Department of the Elevated gave him 
a complimentary dinner at Morello’s last Tuesday-night, 
and he leaves this week to take up his duties in Chicago 


Mr. C. H. Dunham, President and General Manager 
of the Dunham Manufacturing Company and long very 
well known to railroad men, has sold out his stock in- 
terest in that company. He has been for some time in 
somewhat delicate health and contemplates a complete 
rest from business cares for the present. This is the 
immediate reason for his retirement from the Dunham 
Company. 


Mr. Charles E. Halbert, Superintendent of the Guad- 
alajara Division of the Mexican Central, died Feb. 9 of 
pneumonia, after a short illness. Mr. Halbert was ap- 
pointed Superintendent of the Guadalajara Division 
soon after it was completed, and had previously been 
Train Master of the division. He began service with 
the Mexican Central as a passenger conductor. Mr, 
Halbert received a decoration from the state of Jalisco for 
his heroism and service during the Lake Chapala disas- 
ter a year or two ago, 


ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Sante Fé.—C, F. Zimmerman has 
been appointed General Agent of this company, with 
headquarters at Denver, Colo., vice H. G. Krake, re- 
signed. 

Atlantic Coast Line.—J. H. Nurney having been trans- 
ferred to the Norfolk & Carolina, T. J. Whitton has been 
appointed Roadmaster of the Eastern Division of the 
Wimineten, Columbia & Augusta and Florence roads, 
with headquarters at Florence, S.C. J. E. Kelley has been 
appointed Inspector of the Charleston & Columbia Di- 
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visions, to succeed T. J. Whitton, with headquarters at 
Sumter, S.C. C. H. Newman succeeds J. E. Kelley as 
Roadmaster of the Cheraw & Darlington and Cheraw & 
Salisbury roads, with headquarters at Florence, S. C. 
These appointments take effect March 1. 


Auburn, Ligonier & Chicago.—The organization of the 
company was completed at Ligonier, Ind., Feb. 20, and 
the following officers were elected : J. L. Davis, Auburn, 
Ind., President; R. L. Stone, Albion, Vice-President ; 
W.H. Dills, Auburn, Secretary; Jacob Strauss, Ligonier, 
Treasurer. 


Augusta, Gibson & Sandersville.—At a meeting of the 
new board of directors in Augusta, Ga., Feb. 17, the 
appointment of Hamilton Wilkins as General Manager 
was confirmed. George Adam was re-elected Secretary 
and Treasurer, and Maj. William Garry was re-elected 
Attorney for the road. 


Central of Georgia.—James W. Phillips has been ap- 
pointed Train Master of the Main Stem Division, which 
includes the line from Atlanta to Savannah, including 
the Savannah, Griffin & North Alabama, Savannah & 
Western, Upson County and Milledgeville & Eatonton. 
The gg mng was referred to on page 116 of the issue 
of Feb. 14, but the little given was incorrect. 


Henry Yonge, recently Division Superintendent of the 
Mexican National, has been appointed agent of this 
company at Macon, Ga., vice J. A. Englerth, resigned. 


Central Kentucky d& Ohio River.—Among the incorpo- 
rators of this Kentucky road are: W. L. Crabb, W. P. 
Thorne, J. S. Baskett, W.S. Pryor, Jacob Smith, a 
W. McCann, W. F. Peak, Jas. Clark and S. Barnes, Jr. 


Chesapeake & Ohio.—R. H. Myrick has been appointed 
Superintendent of the dining car service, with head- 
quarters in Cincinnati. He will report to the General 
Passenger Agent. 


Chicago d& Akron Junction.—The incorporators of this 
Ohio road are J. B. Caven, J. T. Johnson, William Thorn- 
burg, M. R. Dickey and E. J. Estep, all officers of the 
Valley road. 


Cincinnati, Lebanon d Northern.—Clay Rockwell has 
been appointed Auditor and General Passenger Agent, 
vice P. L. Dudley. 


Cincinnati d& Richmond.—The annual meeting of the 
stockholders was held in Cincinnati last week. The 
stockholders elected the following directors: T. D. Mes- 
sler, J. N. McCullough, W. A. Goodman, E. F. Fuller, 
Ralph Peters, J. Dunbar and James McCrea, the latter 
succeeding the late William Thaw. The Board organized 
by electing Thomas D. Messler President; S. B. Liggett, 
Secretary, and John F. Davidson, Treasurer. 


Delaware, Lackawanna ad Western.—At the annual 
meeting of the company held in New York, Feb. 25, the 
following directors were elected: President, Samuel 
Sloan; Secretary, Fred. F. Chambers; Treasurer,Fred- 
erick H. Gibbons ; Managers, John I. Blair, George Bliss, 
Percy R. Pyne, Wilson G. Hunt, Benjamin (. Clarke, 
Sidney Dillon, Russell Sage, Edgar S. Auchincloss, An- 
drew T. McClintock, William H. Appleton, W. W. Astor, 
Henry A.C. Taylor, Eugene Higgins, in place of his 
father, deceased ; William Rockefeller, in place of Gard- 
ner R. Colby, deceased. 


Elgin, Joilet & Hastern.—Howard W. Beccroft, for- 
merly Car Accountant of the Missouri, Kansas & Texas, 
has been appointed Car Accountant of this road, with 
headquarters at Chicago. 


Fremont, Elkhorn d& Missouri Valley.n—W. C. Crook 
has been appointed Roadmaster on the Elkhorn be- 
tween Fremont and Lincoln, with headquarters in Fre- 
mont, Neb. 


Illinois Central.—N. D. Wiggins has been appointed 
Assistant Division Superintendent of the Louisiana Di- 
vision, with oftice at New Orleans. In addition to 
other duties, he will have special charge of the terminal 
work of the company at New Orleans. 

John Dunn, formerly Assistant to General Manager, 
has been appointed Assistant to the President, with 
headquarters at Chicago. 


Kearney, Hutchinson & Gwf.—The_ incorporators 
named in the Kansas charter are: A. B. Bolton, Kear- 
ney, Neb.; J. D. Robertson and J. C. Postlethwaite, Jew- 
ell City; S. C. Bowles, of Mankato; A. D. Moon,.W. B. 
Houghton and A. G. Mead, of Beloit; James H. Smith, 
I. B. Ballard and John Stanley, of Lincoln Centre; Ar- 
thur Larkin, A. Rogers and John Streddin, of Ellsworth, 
and J. Hull, of Minden. 


La Plata,—The first directors are: I’. O. Blake, Melvin 
Edwards, J. P. Airy, F. K. Atkins and C. O. Atkins, of 
Denver and Durango. 


Lehigh Coal & Navigation Co.—At the annual meeting 
of the stockholders of the company, in Philadelphia, 
Feb. 24, the following Board of Managers was re-elected: 
Joseph S. Harris, President; Francis C. Yarnall, Vice- 
President; Edward W. Clark, Francis R. Cope, Charles 
Parrish, James M. Wilcox, Edward Lewis, 'l’. Charlton 
Henry, Samuel Dickson, Edward H. Leisenring, Abram 
S. Hewitt and Thomas McKean. 


Louisville, Hardinsburg & Western.—The officers of 
this company are: President, Col]. Lafayette Green, and 
Vice-President, John Dean, with office at 251 Fourth 
avenue, Louisville, Ky.; Chief Engineer, C. W. Me- 
Cracken, office Hardinsburg, Ky. W.V. McCracken & 
Co., 42 Wall street, New York City, are the agents in 
that city. 


Newport & Cincinnati Bridge Co.—The stockholders of 
the company held their annual meeting in Cincinnati 
last week vnd elected _as directors Thomas D. Messler, 
A. S. Berry, C. H. Kilgour, W. A. Goodman, Ralph 
Peters, T. B. Youtsey and M.J. King. The directors 
organized by electing Thomas D. Messler, President; A. 
S. Berry, Vice-President; John E. Davidson, Treasurer; 
S. B. Liggett, Secretary, and Ralph Peters, Superintend- 
ent. 

New York, Lackawanna d& Westarn.—The following di- 
rectors were elected at the annnal meeting this week: 
Samuel Sloan, John I. Blair, Percy R. Pyne, George Bliss, 
Russell Sage, Henry D. Polhemus, Eugene Higgins, Sid- 
ney Dillon, William F. Halstead, William ¢ Storrs, 
Frederick H. Gibbons, Edgar S. Auchincloss, M.T. Pyne. 


New York, New Haven & Hartford.—O. M. Shepard has 
been appointed Superintendent of the New York Di- 
vision, with headquarters at the Grand Central Station, 
New York City. The position of General Superintendent 
has been abolished. 


New York, Pennsylvania d& Ohio.—J. T. Wann has been 
elected Auditor with office in Cleveland, to succeed the 


Wann was formerly Secretary of the Cleveland, Colum- 
bus, Cincinnati & Indianapolis. 


| 


Norfolk & Carolina,—J. H. Nurney has been appointed 
Roadmaster of the road, with headquarters at Suffolk, 
Va., the appointment to take eftect March 1. 


Omaha, Garden City d Southwestern.—The company 
has been incorporated in Kansas by C. J. Jones, B. F. | 
Stocks, Jesse Taylor, and James A. Patten, of Garden 
City, Kan.; C. E. Gallagher, of Dodge City; WwW. W. 
Flannagan, C. H. Harmon, Orson Adams, and W. W. 
Conkling, of New York City. 

Pennsylvania Co,—Several changes and promotions 
were made by the directors this week. The organization 
of the company has been divided into the traffic and | 
transportation departments. Both departments were 
formerly under one head. J. N. McCullough, First Vice- 
President, will be in charge of the traffic department, 
and will also have general supervision of the financial 
affairs of the company. James McCrea has been elected 
Second Vice-President and will have charge of the trans- 

ortation, engineering and construction work. Joseph | 
WV ood has been appointed General Manager of all lines | 
west of Pittsbur; _ in place of James McCrea, promoted. | 
E. B. Taylor has been ge General Superintendent | 
of Transportation of all lines west of Pittsburg, to suc- 
ceed Joseph Wood, promoted. Charles Watt has been 
appointed General Superintendent of the Northwestern | 
system, to succeed E. B. Taylor, promoted. These 
changes go into effect March 1. 


Pennsylvania, Poughkeepsie d& Boston,—Henry H. | 
Kingston has been appointed General Manager vice J. | 
C. Stanton, resigned. His office will be at 411 Walnut | 
street, Philadelphia. 
Peoria & Eastern.—The first board of directors is as | 
follows: John Alfred Barnard, of Indianapolis; John A. | 
Glover, of Urbana, O., and Edmund L. Stewart, of Dan- | 
ville, Ill. 

Piedmont Southern.—The incorporators are: James | 
Swann, H. W. McElwee, and John C. Calhoun, of New 
York; Proctor Lea, Williard Saulsbury, Jr., and J. W 
Taylor, of Wilmington, Del.; and B. F. Johnson, and J. 
M. Ledbetter, of Anniston, Ala. 


Pittsburqh, Cleveland & Toledo,—The annual meeting 
was held in Youngstown, Ohio, Feb. 19, resulting in the 
election of the following directors: C. H. Andrews and | 
L. E. Cochran, of Youngstown; W. W. Peabody and 
Orland Smith, of Cincinnati; David Lee, of Zanesville; | 
R. R. Devries, of Newark; J. H. Collins, of Columbus; 
Thomas M. King, of Baltimore. The directors elected | 
Orland Smith President and J. B. Washington Secre- 
tary and Treasurer. 


Pittsburgh & Virginia.—Capt. F. E. Montague has | 
been appointed Chief Engineer. 


road held in Rochester, N. Y., Feb. 18, the following 
board of directors was elected: F. S. Minges, John D. 
Lynn, Frank Ritter, James Palmer, Jr., E. W. Hunting- 
ton, Edward Appel, John Rauber, F. P. Crouch, A. 5. 
Treat, S. A. McKenney, Maurice Leyden, E W. Mourer 
and N. Braver, Rochester. 


Salmon Bay Railway & Development Co.—The follow- 
ing are the officers of the company: President, D H 
Gilman; Vice-President, John Leary; Secretary and 
Auditor, C. L. F. Kellogg; Chief Engineer, R. H. Thom- 
son. The address of all is Seattle, Wash. 


Savannah & Atlantic.—This is a reorganization of the 
Savannah & Tybee. The directors are Herman Myers, 
S. P. Hamilton, O. G. Purse, J. H. Estill, Henry Blun, 
J.C. Rowland, J. J. McDonough, W. Kehoe, B. O. Bow- 
ers and S. P. White. 

Taylor's Falls & Lake Superior.—The annual meeting 
of the line, a branch of the St. Paul & Duluth, was held 
last week at Taylor's Falls. The election of officers re- 
sulted as follows: President, R. S. Hayes; Vice-Presi- 
dent, W. H. Bliss; Secretary, George Seymour; Assist- 
ant Secretary and Treasurer, W. H. Coleman. 


Texas d& Pacific.—P. M. Hartly has been appointed 
Division Roadmaster of the New Orleans Division, from 
Marshall to New Orleans, including the Marshall Yard, 
with headquarters at Marshall, Tex., vice M. Summers 
appointed General Roadmaster. 

Bb. E. Mosher has been appointed Division Roadmaster 
of the Eastern division with present headquarters a 
Longview Junction, Tex., vice Leroy Trice appointed 
Superintendent of Eastern Division. 


Wellsville, Coudersport & Pine Creek.—At a recent meet- 
officers were elected: President, John McEwen; Vice- 


President, E. J. Farnum; Secretary, H. K. Opp: Treas- 
urer, H. N. Lewis; Attorney, Col. Rufus Scott; Executive 


N. Lewis, George H. Blackman, W. B. Coats and Charles 


Day. 








OLD AND NEW ROADS. 


Addison & Pennsylvania.—This road, extending 
from Addison to Galeton, Pa., 46 miles, is to be changed 
to standard gauge in the spring. Preparations for the 
work are now being made. It is stated that an exten- 
sion of the line from Galeton southwest to Coudersport 
is under consideration. 


Akron & Chicago Junction.—This company has 
been incorporated in Ohio by ofticers of the Valley Road 
which is now controlled by the Baltimore & Ohio. The 
line of the proposed road is to extend from Akron to 
Chicago Junction, to complete a new line, in the interest 
of the Baltimore & Ohio, between Pittsburg and 
Chicago. The road will be 68 miles long. 


Allegany & Kinzua.—he state railroad commission 
ers, of New York, have approved of the application of 
the company to increase the capital stock from $80,000 
to $390,000, and also the proposed consolidation with the 
Bradford & Corydon road. 


Atlantic Coast.—A bill has been introduced in 
the Virginia Legislature a the Alexandria & 
Fredericksburg, the Richmond, Frede 


road to consolidate under the name of the Atlantic Coast 
Line. Two of these roads are exempt from taxes, but 
the cousolidation will vitiate the exemption. 


Auburn, Ligonier & Chicago.—The company was 
about 125 miles Jong in Indiana. J. S. Davis is Presi- 
dent. 

Atchison, Topeka & Santa Fe.—The gross earnings 





late Thomas Warnock, who was also Secretary, Mr, 


operating expenses (exclusive of taxes and rentals,) an 








ing of the directors at Wellsville, N. Y., the following | 


Committee, John McEwen, E. J. Farnum, H. K. Opp, H. | 
1 


ricksburg & Poto- | 
mac, the Richmond & Petersburg and the Petersburg | 


organized at Ligonier, Ind., last week, to build a line | 


net earnings of the road and its auxiliary lines, for the 
month of December, 1889, is as follows: 
Oper. 
mile- 
Name of road. Gross earn. Oper. exp. Net earn. age. 
Atchison, Top. & S. 
Fe and _ Leased 
Lines, including 
Chicago Line: St. 
Joseph; Chicago, 
Kan. & West.: 
New Mexico & Ari- 
zona and Sonora 








| eee $2,009,393 $1,070,728 $938,665 4,934 
|} St. Lows, K. C. & 
aie 5,337 5,960 Dif. 623 61 
Gulf, Colorado & 8S. 
(ae ree 463,634 348,220 115,414 1,058 
Southern California.. 99,710 107,435 Dif.7,725 476 
| Serr $2,578,074 $1,532,343 $1,045,731 6,529 
Roads jointly owned 
with other com- 
anies: 
Atchison Co.’s_ one- 
eRe eer re 110,711 107,003 3,708 582 
Grand total... $2,688,785 $1,639,346 $1,049,439 = 7,112 


The comparative statement for all lines is as follows: 
—Per mile.— 
Gross Net 
Gross earn. Net earn. earn. earn. 
December, 1889.$2,688,785 $1,049,139 $378 $177 
December, 1888. 333 818,069 356 115 








$156,453 





$231,370 $22 $32 en 
Gross earn, Oper. exp. Net earn. 
Atchison,Top. & S.F. and leased 
lines, including Chic. line, St. 
Jo., Chic., Kan. & ‘. M 


Inc., Dec., 1889. 





& Ariz. and Sonora........... $20,814,384 $13,762,398 $7,051,986 
a ee 3 ae ears 62,756 63.653 Def. 897 
A 4 ee 4,113,423 3,299,013 814,409 
BO. CRONE so. cies ceiveces sees 4,696,175 1,478,345 217,830 

NE icc can cetaceans: Pea eo $26,686 739 $18,603,411 $8,083,328 
Roads jointly owned with other 

companies, Atchison one-half. 1,449,716 1,369,664 80,051 








.. +. $28,136,456 $19,973,075 $8,163,380 
Comparative statement, all lines: 


Grand total............ 





Gross earn. Net earn. Mile. 

ONE BEE 06 fn cisawisyscntecomaar $28,136,456 $8,163,380 7,112 
NE Cs Winns cccapeenan nese 26,467,356 6,269,796 6,752 
Increase, year 1889...... ..... $1,669,100 $1,893,584 360 


Boston & Maine.—This company and the Eastern 
Railroad have submitted a bill to the Railroad Commit- 
tee of the Massachusetts Legislature for the purchase of 
the Eastern by the Boston & Maine. The bill authorizes 
the latter company to purchase the Eastern and the 


| Portsmouth, Great Falls & Conway, the agreement to be 
Rochester & Glen Haven.—At the annual meeting of the | ratified by a two-thirds vote of the common stockholders 


and amajority vote of the preferred stockholders of the 
Eastern Co. The Boston & Maine may increase its stock 
| by an amount not exceeding the present stocks of the 
| Eastern and the Portsmouth, Great Falls & Conway. It 
may dispose of such additional stock by exchange or as 
agreed to. To facilitate the purchase of the two com- 
| panies, the Boston & Maine may purchase the stocks of 
| the companies and pay for the same by sale by auction 


;| of any part of the additional capital. The Boston & 


Main may increase its stock over and above the aggre- 
gate of the present capitals of the three companies by 
| $5,000,000. This new stock is to be issued from time to 
| time to pay for additional property, equipment and im- 
| provement of the property. 








Cairo & Kanawha.—The charter of this company 
| has been issued in West Virginia. The proposed road 
| will commence at Cairo, in Ritchie County, and extend 
| to a point near the confluence of McFarland’s Creek and 
| the south fork of Hughes River, thence to the town of 
| Grantsville, in Calhoun County. The capital stock is 
$75,000, The office is to be at Parkersburg, W. Va. 
| Central of Georgia.—It is stated that the Perry 
| branch of the Southwestern Division, which now ex- 
| tends from Fort Valley to Perry, Ga.,42 miles, is to be 
| extended southeast to a connection with the Savannah 
| & Western. 


Central Kentucky & Ohio River.—A bill to charter 

this company to build a road from Shelbyville to New- 

| castle, Ky., has been introduced in the Kentucky Legis- 
| lature. 


Charleston, Cincinnati & Chicago,—The road has 
| been completed through Washington County, Tenn., 
and it is stated that it will be put in operation between 
| Erwin, near the North Carolina state line, and Minneap- 
| olis, Va., on the Clinch Valley Division of the Norfolk & 
| Western early in July. 


|_ Chattanooga, Gadsden & Birmingham.—Thomas 
| D. Fister, of Chattanooga, Tenn., is reported to be the 
| contractor for the section between Gadsden and Leeds, 
Ala., on the Georgia Pacific. P. S. Fitzgerald is Chief 
{ Engineer. 


Chicago, Kansas & Nebraska.—H. P. Dillon, of 
| Topeka, Kan., has been appointed Master in Chancery 
| to take testimony in the matter of the application of the 
Metropolitan Trust Co., of New York, for the foreclosure 
| of the mortgage of $25,000,000 against the property of this 
|road, now pending in the United States Circuit Court. 
|The testimony for the complainant is cto be com- 
| pleted April 1, and that for the defendants by May 1, 
| and the report of the Master in Chancery, covering the 
| the complete evidence, is to be filed at the opening of 
| os regular term of the United States Circuit Court in 
June. 


| Chicago, Milwaukee & St. Paul.—Concerning the 
| report that the road will extend across the Missouri 
| River from Chamberlain, S. D., into the Sioux Reserva- 
| tion, President Miller is quoted as saying that “survey- 
| ors are now running a line to protect the company’s 
| rights in that section, but the matter of building has not 
| yet been decided upon.” The Iowa & Dakota division of 
|the road _ now extends to Chamberlain, S. D., on the 
| Missouri River, opposite the Sioux Indian Reservation. 

It is stated that surveys were commenced this week for 
a proposed extension from Chippewa Falls northeast- 
erly to Ashland, Wis., on Lake Superior. 








Chicago, St. Paul & Kansas.—President Stickney is 
reported in a Kansas City paper as denying that the ex- 
tension from St. Joseph, Mo., to Kansas City would ex- 
tend through Clay County and enter the latter city over 
\the Winner bridge, now building. The extension, if 
| built, will reach the city from the Rienes side, through 
| Atchison or Leavenworth, Kan., or both cities. The 
| company may, however, be able to make arrangements 

with the Missouri Pacific or the Kansas City, St. Joseph 
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& Council Bluffs, for running rights over the tracks of 
one of those roads between St. Joseph and Kansas City. 


Chicago South Side Rapid Transit Co.—The com- 
pany has executed a mortgage for $7,000,000 on its right 
of way and other property to secure an issue of bonds 
of the same amount. The mortgage is made in favor of 
the Northern Trust Company. 


Colorado Midland.—A consolidated mortgage for 
$6,000,000 has been given to the Central Trust Co., of 
New York, and placed on record in the counties in 
Colorado through which the road runs. The mortgage 
is to take up outstanding debts and fund its securities 
at four percent., and also eo funds for new equip- 
ment and construction work. 


Columbus & Fulton.—A company of this name has 
been incorporated in Mississippi to build a road from a 
point on the Kansas City, Memphis & Birmingham near 
Aberdeen, Miss., north to Fulton. The survey for the 
line has already been made. 


Columbus, Lima & Milwaukee.—President B. C. 
Faurot, of Columbus, O., states that the contract for 
grading part of the section between Columbus and Lima 
will be let next month. He claims that the road will be 
in operation between these points by Oct.1. The sec- 
tion between Lima and Defiance, 43 miles, will short] 
be opened. Most ofthe right of way between Lima an 
Columbus has been secured and work is now in progress 
on a heavy cut at Bellefontaine, which will not be fin- 
ished before June 1. From Defiance the road will be 
built northwest to Bryan, where it will connect with the 
Cincinnati, Jackson & Mackinaw. The tracks of that 
road will be used to Saugatuck, from which point the 
line will be extended to Allegan, on Lake Michigan. 


Danville.—This is the name of a road organized at 
Danville, Ky., to build a short line from that point south 
to a connection with the Louisville & Nashville. Boyle 
County has been asked to vote $40,000 to the company. 


Delaware, Lackawanna & Western.—A survey was 
made last week for the proposed extension of the Passaic 
& Delaware division from its present terminus at 
Bernardsville, west about five miles to a connection at 
Peapack. N. J., with the Rockaway Valley road. 


Denver. Texas & Ft. Worth.—Daniel Carey, of Ft. 
Worth, Tex., has the contract for the extension from 
Hodge to Ft. Worth City. It is reported that he has 
also been awarded the contract for grading the branch 
from Wichita Falls to Seymour, Tex. The locating sur- 
vey for the latter line is now being made. 


Duluth & Southwestern.—The Duluth, Huron & 
Denver has transferred to this company all its propert 
and franchises, which consist of a partially complete 
roadbed, from Sauk Centre, Minn., southwesterly 
through Benson and Appleton to the western line of the 
state, on which there are many claims for unpaid debts. 


Dunderberg Spiral.—A meeting of the stockholders 
will be held at 831 Broadway, New York City, on March 
8, to vote on a proposed issue of $600,000 six per cent. 30 
year bonds. James Morgan is President and David L. 
Proudfit is Secretary. 


Ellensburg & Northeaster n.—The work of erecting 
the bridges between Ellensburg, Wash., and the Colum- 
bia River will be commenced immediately. This part of 
the line has been graded. The survey has been made 
from Ellensburg southwest to the Columbia River at a 
point four miles below Port Eaton. The survey is to be 
continued from this point across the Columbia to Provi- 
dence station on the Northern Pacific,and thence north- 
east to Davenport on the Central Washington branch of 
the Northern Pacific. The maximum grade on the sec- 
tion between Ellensburg and the Columbia River is 116 
ft. per mile. Herbert C. Ward is Chief Engineer. 


Etowah Iron Co.—The company will construct and 
equip a five mile narrow gauge road from its furnace at 
Cartersville, Ga., to the river. 


Fairhaven & Southern.—Work is now in progress 
on this road at four different points. The line is in oper- 
ation from Fairhaven east to Sedro, Wash., 26 miles, and 
work is in progress easterly from that point i 3 the 
Skagit River, 20 miles. From New Westminster, B. C., 
south, 24 miles is completed, leaving four miles to reach 
the international boundary line. A force of men is 
working on the 25 miles south from the boundary line to 
Fairhaven. A section of 18 miles is being graded from 
Sedro, south toward Seattle. 


Fort Madison & Northwestern.—The road was again 
sold in Fort Madison, Ia., Feb. 24, to Willard Block, of 
Des Moines, who is said to represent the Iowa & Ne- 
braska, for $38,100, subject to tax and right of way liens 
amounting to $15,000, making the total price $53,100. If 
the sale is confirmed the road will be made standard 
gauge and extended to Ottumwa. 


Fort Worth & Rio Grande.—This road was opened 
to a connection with the Houston & Texas Central, at 
Dublin, Erath County, Tex., Feb. 24. 

The line for which contracts are to be let this month 
extends from Dublin southwest to Comanche, about 25 
miles, and not to Granbury, as recently stated. 


Franklin & Tilton.—The location of the line from a 
point on the Northern New Hampshire, about a mile 
south of Franklin, to Tilton, on the Concord & Montreal, 
a distance of about four miles, has been filed with the 
state officers at Concord, N. H. The road will be built 
aed by the Concord & Montreal and the Boston & 
Maine. 

Georgia, Carolina & Northern.—John Kelly, of 
Lynchburg, Va., has a contract for five miles in each di- 
rection from Elberton, Ga., and Wright Bros., of Birming 
ham, also have a 10-mile contract. The work to the Sav- 
annah River is practically completed, and a large force 
will soon be at work between that place and Athens, 
Ga. The line in Georgia, between the Savannah and At- 
lanta, will be about 110 miles long. The route is through 
Elbert, Madison, Oglethorpe, Clarke, a corner of Wal- 
ton, Gwinnett and Fulton counties. 


Gettysburg & Harrisburg.—A survey was completed 
last year for a proposed extension of the line from Get- 
tysburg to Washington, D.C., a distance of about 75 
miles. The survey crosses Carroll County, Md., for 
about 40 miles and through the town of Westminster, and 
the company has asked that county to vote $5,000 for 
each mile in the county, and grant free right of way. 


International & Great Northern.—Judge Pardee, in 
the United States Circuit Court, at New Orleans, on 
Feb. 20, denied the motion of the Missouri, Kansas & 
Texas for an injunction to restrain the Farmers’ Loan & 
Trust Co., of New York, from the further prosecution of 





its suit in the District Court of Smith County, Texas, 
and to foreclose the second ~™ ~4 upon the Inter- 
national & Great Northern road. The Missouri, Kansas 
& Texas owns the stock of the International & Great 
Northern, and has removed the foreclosure suit into the 
federal court. It will now attempt to prevent a decree 
in the state court in Texas, pending its appeal to the 
Supreme Court of the Uni States. The motion was 
denied upon the ground of want of power in the federal 
court, at this time, to enjoin the proceedings in the state 
court. 


Kearney, Hutchinson & Gulf.—This company which 
was incorporated in Nebraska last December filed its 
charter in Kansas this week. The route is 900 miles long, 
from Kearney on the Union Pacific across Kansas to 
Galveston, Tex. 
Kearney, Neb. 


Louisville, Hardinsburg & Western.—It is expected 
that the entire road will be completed and opened within 
60 days. All of the material for completing the line has 
been delivered. The route is from Irvington on the 
Louisville, St. Louis & Texas, in Breckenridge County, 
Ky., to Fordsville, in Ohio County, with a branch of 4'¢ 
miles from Rock Vale to Falls of Rough, in Grayson 
eoemse The entire length of the line, including the 
branch is 4214 miles. The grading and bridging on the 
main line is practically finished, and about 25 miles of 
track has been laid. The road is leased to the Louisville 
St. Louis & Texas, which will furnish the equipment, and 
operate the line when finished. Theline will develop 
a heavy traftic in oak and poplar lumber, and open up 
— coalfields within 80 miles of the city of Louis- 
ville. 


Louisville, New Orleans & Texas.—The tracklaying 
has been completed for the first 15 miles from Clarksdale, 
Miss., south toward Minter City. The grading will soon 
be completed to the latter city, and the branch will be 
opened to that point in May. Thesurvey has been made 
south of Minter City to Yazoo, and the location is now 
in progress. Owing to difficulties in obtaining the 
right of way the grading has not been begun on this 
section. 


Macon & Birmingham.—The grading on the first 67 
miles from Macon west to Woodbury, Ga., has been 
completed and J. S. MeTighe of Memphis, who built 
this section, have been awarded the contract for grading 
the next 37 miles west of Woodbury. The locating sur- 
vey has been completed on the section in Georgia and 
reached Roanoke, Randolph County, Ala., this week. 
The line in Alabama will probably _— through Roanoke, 
Ashland, Talladega and Leeds to Birmingham, 220 west 
of Macon. The right of way has been secured as far as 
Grange, Troup County, Ga., near the Alabama state 

ine. 


Manhattan (Elevated).—The stockholders held a 
— meeting in New York City, Feb. 26, to act upon 
the proposition to issue $40,000,000 in bonds, secured by 
a consolidated blanket wartgoee on all the elevated rail- 
road property in the city. Altogether 216,943 shares of 
stock out of a total of 250,000 were voted in favor of the 
proposition, there being no dissenting vote. The bonds 
will run 100 years at four per cent., and replace first and 
second mortgage bonds of the Metropolitan Elevated, 
and first mortgage and debenture bonds of the New 
York Elevated, to the amount of $26,000,000, leaving a 
surplus of $14,000,000 for investment by the company. 
By issuing the new bonds the company replaces 
the old issues at a_ lower rate of_ interest, 
consolidates its debt, and obtains a fund to pay 
for contemplated improvements and _ extensions. 

The plans for these improvements have not been fully 
completed, but it has been decided to expend $60,000 in 
strengthening the Ninth avenue structure. Vice-Presi- 
dent Galloway says that a third main track will not be 
puilt. Much of the new capital will go for damage 
awards to property owners, and some for improving the 
terminal facilities at the Battery and at Harlem. 


The offices will be at Beloit, Kan., and 


Manitoba & Northwestern.—The company has se- 
cured trackage rights over the line of the Canadian 
Pacific from its present terminus at Portage la Prairie 
to Winnipeg, Man., a distance of 56 miles. 


Memphis & Atlantic.—Ground was broken last week 
on the section between West Point and Abbott, Miss., 
* a point in Clay County about four miles from West 

oint. 


Mexican Roads.—Dispatches from the City of Mexico 
state that Americans offer to furnish the funds for the con- 
struction of the Estevas concession road from Guadal- 
ajara west to Chancela, on the Pacific coast, and east 
tee ~ ce to Aguas Calientes, on the Mexican 

entral, 


Middleburg, Highland & Lake Butler.—The track- 
laying on this road from Middleburg, Fla., has been 
completed northwest for a distance of 10 miles, and is 
now in progress from Highland west to Lake Butler. 
The line connects with the Florida Central & Peninsula 


at Highland. It is being built by the Jacksonville, 
Middleburg & Lake Butler Transportation Co. J. A. 
Bryan, of 2 acksonville, isGeneral Manager. 


Middle Georgia & Atlantic.—About 10 miles of track 
has been laid from Machen, Ga., east toward Eatonton. 
Most of the grading has been completed between these 
points. The maximum grade is 52.8 ft. per mile, and the 
maximum curves are five degrees. There is one combi 
nation iron and wood bridge 200 f:. long. It is expected 
to have the road in operation by April 1 next. The 
Georgia inqvevemese & Mfg. Co., which has a paid in 
capital stock of $50,000, has the contract to build and 
equip the line. It receives the stock and first mortgage 
bonds of the road for its work. The road was chartered 
Oct. 16 last, and succeeds the Eatonton & Machen, which 
was organized Sept. 9, 1889. The company is capitalized 
at $12,000 per mile of first mortgage, six per cent. 30-year 
bonds, and $12,000 of common stock. The Mercantile 
Trust Co., of New York, is trustee for the bondholders. 


Mississippi & Little Rock —R. W. Worthen, of Little 
Rock, Ark., who has the contract for building this road 
from Duncan, on the Arkansas Midland, six miles east 
of the White River, to Little Rock, 61 miles west, has 
asked the Little Rock Board of Trade to subscribe ,- 
000 to the capital stock of the company. About $150,000 
has been subscribed by private parties. About 20 
miles of the road is now graded, and 100 men are at 
work on the line. Most of the ties have been cut and 
delivered. There will be two iron bridges over the 
White and Arkansas rivers. The route is through a 
generally level country, = of it — ry timbered, 
and the rest mostly cotton-growing land. P.C. Doole 
is President and James A, Martin is Chief Engineer, bot 
of Little Rock, 
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Monterey & Mexican Gulf.—Tracklaying on the 
extension from Monterey northwest to Venadito, Mex., 
on the Mexican International has been completed to 
Garcia, a distance of 20 miles. The work is being com- 

leted at the rate of about one anda half miles a day. 

he extension is about 100 miles long. As soon as the 
line is completed to Venadito work will be resumed on 
the main line from Linares, the present terminus, to 
Tampico, 380 miles southeast of Monterey. It is expected 
that the entire road will be completed by Jan. 1, 1891. 


Moosilauke.—Surveys are to be made for a cog wheel 
road to the top of Mt. Moosilauke, N. H., as soon as the 
weather will permit. It is believed that such a road up 
the mountain will be feasible. Preliminary surveys 
have been made from Warren on the Concord & Mon- 
treal to the base of the mountain, and this line is to be 
supplemented by the cog-wheel road tothe summit. The 
distance wiil be 20 miles. The grades will be four per cent. 
(compensated) and probably some 15 degree curves. An 
gga estimate of the cost of the road places it at 
$20,000 per mile, ready for equipment. The mountain 
has an elevation of 4,815 ft. The topis a level plain with 
sufficient space for a number of hotels, and the view is 
said to be as fine as that from Mt. Washington. F. W. 
Conn, Concord, N. H., is Chief Engineer. 


New Roads.—A road about 18 miles long is to be 
built by the East Tennessee & North Alabama Coal & 
Iron Co, 

Articles of er have been filed by the La 
Plata Coal & Iron Co., of Durango, Col., to build a branch 
from the Denver & Rio Grande to the La Plata coal 
mines, a distance of about 10 miles. The capital stock is 
$100,000 and the principal office will be in Durango. 

A road is projected to extend from Media, Delaware 
County, Pa., south to Chester, on the Delaware River. 


New York, Danbury & Boston.—A siockholders’ 
meeting will be held at No. 96 Broadway, New York 
reg Be authorize an increase of the capital stock to 
$4,000,000. C. W. Smith is President and C. H. Roose- 
velt is Secretary. 


Norfolk & Western.—Ties have been distributed on 
the Clinch Valley branch as far as Burding’s Fork, in 
Russell County, Va. 


Northern Central.—The annual pew for the year to 
Dec. 31 shows gross earnings $6,069,956, a decrease of 
$133,437 ; operating ——— $4,125,600, an increase of 
$32,026 ; net earnings, $1,944,356, a decrease of $165,464. 
The revenue from other sources was $503,371, making 
the total income $2,447,728. The balance applicable to 
the payment of dividends, after deducting rentals, inter 
est, etc., is aa or a little over 10 per cent. upon the 
capital stock. After paying an cight per cent. dividend a 
balance of $185,573 was left to be placed to the credit of 
the profit and loss account. The amount received from 
the transportation of passengers was $1,101,722, an in- 
crease of $36,860. The coal tonnage of the main line was 
3,026,431 tons, a decrease of 86,502 tons. The charges to 
capital account were $176,425 for equipment, $31,688 for 
real estate, and $51,730 for const: \ction, a total of $359,- 
843. The portion of the amount due on account of the 
Allegheny Valley guarantee, $66,666, was charged to 
income accounts. 


Ohio, Indiana & Western.—The road was sold Feb. 
20 at Indianapolis by the Master in Chancery, under a 
recent order of Judge Gresham. The sale was merely a 
matter of form. The stockholders purchased the road 
through Samuel Spencer, representing the Reorganiza- 
tion Committee. His bid was at the lowest figure pro- 
vided in the order, $3,000,000. This sale, it is said, is the 
last step necessary to “e the property entirely in the 
hands of the Cleveland, Cincinnati, Chicago & St. Louis. 


Olympia & Chehalis Valley.—A survey is reported 
in progress preliminary to changing this road from 3 ft. 
to standard gauge between Olympia and Tenino, Wash., 
a distance of 15!4 miles. 


Omaha, Garden City & Southwestern.—The com- 
pany has been incorporated in Kansas City to build a 
road from a point on the north line of Kansas in Smith 
or Jewell County, southwest through the counties of 
Osborn, Rooks, Graham, Trego, Gore, Lane, Scott, Gar- 
field, Finney, Grant, Stanton, Stevens, and Morton, 
terminating ata point on the west or south line of the 
state. The distance is about 260 miles. The capital stock 
is $7,200,000. The company will have offices in Garden 
City, Kan., and New York City. 


Pacific Short Line.—It is reported that E. P. 
Reynolds & Co. will commence the track-laying on_the 
division between South Sioux City and Plainview, Neb., 
82 miles, this week. Grading is in progress from Plain- 
view, Neb., west to O'Neil, 45 miles. It is claimed that 
200 miles of the division east from Ogden City, Utah, 
will be placed under contract shortly. 


Pennsylvania.—The statement of the operations of 
all lines east of Pittsburgh and Erie for January, 1890, 
as compared with the same month in 1889, shows an in- 
crease in gross earnings of $613,555, an increase in ex- 

enses of $388,315, an increase in net earnings of $225,- 
550. All lines west of Pittsburgh and Erie for January, 
1890, show a surplus over all liabilities of $173,968, being 
a or as compared with the same period of 1889 of 
$119,667. 


Philadelphia & Seashore.—Tracklaying is reported 
in progress south from the connection with the Atlantic 
City road at Winslow Junction, N. J. ‘The right of way 
has been cleared on the section between Sea Isle and 
Cape May Court House, on the southern division, and 
most of the grading has also been completed. The track- 
laying will probably soon commence from Cape May 
City north. 


Piedmont Southern.—Articles of incorporation have 
been filed in the office of the Secretary of State, at 
Montgomery, Ala., to build a road between Gadsden 
and anoke. The capital stock is $1,000,000. 


Pittsburgh, Cincinnati, Chicago & St. Louis.— 
The stockholders of the Pittsburgh, Cincinnati & St. 
Louis Railroad and of the Chicago, St. Louis & Pitts- 
burgh roads will vote upon a proposition to merge the 
two lines at the annual meetings in April under the 
above name. The new company will have $75,600,000 of 
bonded debt, $30,000,000 of preferred stock and $45,000,000 
of common stock. The new securities will be issued to 
take up the stocks and bonds of the present companies. 
The terms are not yet made “—— but the deal will be 
carried through in April. The roads to be merged are 


the Pittsburgh, Cincinnati & St. Louis, the Chicago, St. 
Louis & Pittsburgh, the Jefferson, Madison & ndian- 
apolis, the Cincinnati, Richmond & Chicago, and the 

Cincinnati & Richmond, comprising about 1,051 miles. 
Richmond, Nicholasville, Irvine & Bcattyville,— 
in the construction of this 


About 1,600 men are engaged 
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line. As stated last week, the entire road is under con- 
tract. The road is being built by the Ohio Valley 
Improvement & Contract Co., which has a paid up 
capital stock of $500,000. D. Shanahan & Co., of Rich- 
mond, Ky., are the contractors, and are also stock- 
holders inthe construction company. It is practically 
an extension of the Louisville Southern, leaving the 
Lexington extension of that road at Versailles, and ex- 
tending thence through Nicholasville, 16 miles to Rich- 
mond, 23 miles, from Richmond to Irvine, 28 miles, and 
from Irvine to Beattyville, 34 miles, a_ total 
distance of 96 miles. From Beattyville | surveys 
are being made to points in southwest Virginia, 
and to the border lines of Kentucky and Tennessee. 
‘Tracklaying is now in progress from Nicholasville toward 
Richmond, the heaviest division of the work. There are 
two large viaducts between Nicholasville and Richmond, 
and between these two points the road also crosses the 
Kentucky River witha oe bridge, having a centre span 
400 ft. long. The bridge is 100 ft. high. At Irvine, Ky., the 


road again crosses the Kentucky River and follows it | 


nearly to Beattyville. The work, as a_rule, is light. 
There are four tunnels on the line, and three of these 
are already completed. The fourth and longest, which 
is 650 ft. in length, will be completed in 60 days. It is 
thought that the entire road will be open for traftic by 
Ang. 1 next. Judge A. E. Richards, of Louisville, is 
President of the Construction Company. 


Roanoke & Southern,—The proposition to vote this 
company an additional 5100,000 was approved by the 
voters of Roanoke, Va., at the election held Feb. 1s. 


Rockaway Valley.—The road was opened to freight 
and passenger traftic to Peapack, N. .J., 
line is 12 niles long, from White House, on the Central 
of New Jersey, to Peapack,of which 7'. miles were com- 
pleted last year. 


Rutledge & St. Julian.—The Alabama Midland has | 


agreed to complete the tracklaying and operate the road 
bet ween Julian, on the Northwest & Florida division, to 
Rutledge, Ala., a distance of three miles, when the line 
has been graded and terminal facilities at Rutledge se- 
cured, 


San Antonio & Aransas Pass.—The north end of 


the Waco branch of this line has been completed from | 


Waco to Lott, Tex., and was opened for business to that 
point Feb. 18. The stations and distances from Waco 
are as follows: Downs, 8.2: Gurley, 14.2; Chilton, 22.1, 
apd Lott, 28. Waco and Lott alone have agents. 


Saratoga, Johnstown & Western.—This is the new 
name for the proposed road from Utica through Glovers- 
ville and Johnstown to Saratoga Springs. The Fitchburg 
and the Rome, Watertown & Ogdensburg have been 
asked to aid in the construction of the line, the company 
claiming that its construction would be of benefit to 
those roads, as it would be a connecting link between 
them. 


Sault Ste. Marie & Hudson’s Bay.—A bill has been 
introduced into the Ontario Legislature to incorporate 
the company to construct a road from Sault Ste. Marie 
to Moose Factory, on James’ Bay, in Ontario, with 
power to werk coal, iron or other mines along the line. 


Savannah & Tybee.—The name of this road has been 
changed to the Savannah & Atlantic and a new char- 
ter has been applied for under that name. The road has 
been in the hands of a receiver for some time and was 
sold at foreclosure sale at Savannah, Ga., last December. 


Seattle & Northern.—lIt is stated that the rails to 
tinish the section of the road between Anacortes and 
Sterling, Wash., 30 miles, have arrived on the Pacific 
Coast, and will be put down in a short time. 


Tobique Valley.—The rails have been distributed 
along the 14 miles between Perth Center and Plaster 
Rock, N. B.. and the tracklaying will begin as soon as 
the weather will permit. 
first four miles, and trains will probably be running to 
Plaster Rock early in the summer, 


Toledo & Chicago Air Line.—A ‘two per cent. tax 
was voted in Lagrange County, Ind., Feb. 18, to aid this 
road, Milton Mercer, of Goshen, is President. 


Union Pacific, Denver & Gulf.—At a meeting of the 
stockholders of the Denver, Texas & Ft. Worth, Soaean: 
Texas & Gulf and Ft. Worth & Denver City at Denver 
Feb. 20, the consolidation of those lines with the 
Colorado divisions of the Union Pacific was formally 
ratified. The controlled lines of the Union Pacitie will 
hold a meeting March 4 to vote on the consolidation, 
and this action will be the last of the necessary legal 
formalities, 


Union Point & White Plains.—The survey will 
soon begin for the proposed extension of this road 
(which is now operated by the Georgia road), from 
White Plains south through Sparta to Tennille, 31 niles. 
Another extension is proposed from Union Point north 
a distance of 38 miles, to Elberton, Ga., to cor ect at 
that point with the Georgia, Carolina & Northei a, now 
under construction. 


Virginia Roads,.—The Virginia Legislature has been 
asked to incorporate the following roads: B= cksburg; 
Norfolk Belt; Roslyn, Arlington, Alexandria ‘ Mt. Ver- 
non; Tye River & Rocktish Valley, and the Harrison- 
burg & Elkton, and also the Richmond & Manchester 
Bridge Co. Bills have also been introduced to amend 


the acts incorporating the Fannville & Powhatan and the | 


Richmond, Fredericksburg & Potomac. 


Watauga Valley.—The survey is being made from 
the connection with the Charleston, Cincinnati & Chi- 
cago at Johnson City, Tenn., to the North Carolina state 
line. 


Wellsville, Coudersport & Pine Creek.—The pro- 
ject of building a road from Coudersport, Pa., north to 
Wellsville, N. Y., has been revived and it is stated that 
a contract for regrading the road has been let. 


TRAFFIC, 


Chicago Traffic Matters. 
CHICAGO, Feb, 25, 1890. 

The traflic situation here is practically unchanged 
from last week. The various committees have adjusted 
westbound rates on the basis of the new St. Paul and 
Missouri River rates and have adjourned, but there is a 
general uneasiness in all quarters, and a agp that the 
— rates are likely to remain in effect only tempo- 
rarily. 

The Western Freight Association completed its work 
of readjusting rates in its territory—made necessary by 
the recent reductions to St. Paul—on Saturday, and ad- 





last week. The | 


The road is completed for the | 





| journed, after a continuous session since Feb. 11. The 
| St. Paul basis has been established to nearly all Iowa 
| points east of and including Des Moines. The new rates 
apply only on westbound business. The 60-cent scale of 
| rates from Chicago to all Missouri River points from 
Sioux City to Kansas City went into effect Feb, 22. Com- 
modity rates remain in effect unless the new basis makes ; 
a lower rate based on the classification. | 

The Trans-Missouri Freight Association has also been 
in session here all the week readjusting rates to its terri- 
tory, made necessary by the palasion in the Missouri 
River rate. The rates established ure generally the sum 
of the locals to and from the Missouri River. except to 
some interior points which, by reason of geographical 
situation, claim lower rates. This association had been 
at work for several months on a new schedule of rates, 
and the recent reductions make useless a great amount 
of labor. 

The net result of the recent reductions in westbound 
freight rates may be summarized as follows: 


Chicago to St. Paul 1 2 3 " 5 | 
| Former rate....... 60 50 10) 25 20 
New rate....... eae 40 30 22 17 12% 
Proportion west of Chicago 
on through  west-bound 
business, 
Old proportion. 15 39 33 23 td) 
| New proportion, ..... ast Sa 22 17 iB) 2 
Chicago to Omaha and Kan 
| sas City. 
| Former rate : 75 60 10 30 2 
| New rate.. . 60 At) 3A 25 18 
St. Louis and other Missis 
sippi River points to Oma 
ha and Kansas City. 
| Former rate : 55 40) 30 25 20 
|; Newrate. . «a 10) 30 25 a”Y 13 


From Chicago and St. Louis to points in Lowa, Min- 
nesota, Wisconsin and Missouri rates have been modified 
under the short haul clause and brought within the 
new St. Paul and Omaha rates as maximums. FEast- 
bound rates remain unchanged, except on the leading 
larticles of live stock and grain. Cattle rates were 
recently reduced from 25 vents to 12's cents from Kansas 
City to Chicago, and the through rates from points of 
origin to Chicago were scaled down accordingly. The 
rates on corn from points in Kansas and Nebraska to 
Chicago were reduced 10 per cent , with a minimum of 
20 cents and a maximum of 25cents. The rates previously 
in effect varied from 21 to 32 cents, and the average 
reduction is somewhat over 10 per cent. by reason of the 
new 25 cent maximum. 

The Chicago & Alton has given notice that is nota 
party to the recent reductions in the rates on corn from | 
Nebraska and Kansas points, and it reserves the right to | 
make such adjustment of the rates east of the Missouri 
River as it may find necessary to preserve the relations 
hetween the sum of the locals and the through rates. 

The Chicago, Burlington & Northern has again reduced 
the passenger rates between Chicago and St. Paul to $7 
first-class, a cut of $2 from the last cut. This action has 
increased the feeling of hostility on the part of the othe1 
| St. Paul lines, but just what shape their retaliation may 
take is not yet apparent. 

Messrs. J. W. Midgley, of the Western Freight Asso- 
ciation, A. C. Bird, of the Chicago, Milwaukee & St. 
Paul, and J. M. Johnson, of the Chicago, Rock Island & 
| Pacitic, represent the Western lines at the meeting of 
|the Uniform Classification Committee, at Old Point 
Comfort. 

Chairman Walker, of the Interstate Commerce Rail 
way Association, in a decision on an application for a 
rate of 60 cents on common soap in corloada from Mis- 
souri River points to Colorado points, says: 

*‘T cannot admit the propriety, except in cases of very 
| special urgency, of taking a single article from its stand- 
| ard position under the classification, and assigning it a 
special or commodity rate. It is alleged that a reduced 

rate will increase the transportation of soap from east- 
}ern points, as against the product of manufacturing 
| establishments in Colorado; but a very slight reduction 
| in the selling price of the latter would restore the pres- 
ent conditions, and no increased shipment would seem 
| likely to follow the change, except perhaps for a very 
brief period. The granting of the rate would establish 
| an unfortunate precedent, and the application is disap- 
proved.” 

A request of the Chicago, St. Paul, Minneapolis & 
Omaha to be allowed to put in effect the same rates on 
coarse grain from Omaha to St. Paul and Minneapolis as 
is made from Omaha to St. Louis, is also jotaned, This 
is not a parallel case with the west bound rate matter 
recently decided. That concerned proportions of through 
rates strictly. This would involve a question of Chicago 
differentials. The present rates from Nebraska to St. 
Paul were established without the permission of any 
association. Omaha is not necessarily to be treated as 
on an equality with Sioux City. The rate per mile 
Omaha to St. Louis is very low, and comparative dis- 
tance is not a controlling factor in this case. 

A dispatch from St. Louis says the St. Louis & San 
Francisco has withdrawn its passenger business from the 
control of the Southern Interstate Association. This is 
done for the same reason which led that road to take 
| similar action in regard to the Trans-Missouri Associa- 
| tion a short time since. 


Traffic Notes. 


Owing to the great scarcity of seed grain throughout 
Minnesota and Dakota, the Great Northern announces a 
reduction of 50 per cent. in rates on seed grain during 
the month of April. 

The Weighing and Inspection Bureau at Cleveland 
handled 15,000 tons of freight in January. The excess 
over shippers’ weights was 16 per cent.. and the esti- 
mated saving is $1,969. 

On March 1, the Indianapolis Car-Service Association 

| will take in the following additional junction points: 
Fort Wayne, Goshen, Elkhart, Columbia City, Ply- 
|mouth, Warsaw, Huntington, Rochester, Decatur and 
Bluitton. 
| The Wabash Railroad announces a second class sleep- 
| ing car to run fortnightly between Boston and Kansas 
| City. It will go over the Fitchburg and West Shore, and 
| we are informed that the train “pierces the heart of | 
| New York State at a convenient hour.” | 
| A train of Eastman heater cars from Minneapolis via | 
| the Canadian Pacific Dispatch line, arrived in Boston 
| Feb. 20. The cars were loaded with potatoes, and were 
|on the road eight days, coming through some pretty 
severe weather, the thermometer registering as low as 
20 degrees below zero. The potatoes were in perfect 
condition. 
It appears by an announcement from the Chicago, 
Milwaukee & St. Paul that the time of the through trains 


| 


| 








to California is again to be shortened. The St. Paul an- 
nounces that its train leaving Chicago at 11:10 p.m. will 
hereafter arrive at Council Bluffs at 2 p. M., and that the 
Union Pacitic train will leave there at 2:30, which is 
nearly four hours earlier than the present schedule. The 


| through train between Chicago and Denver over the 


Chicago & Alton and the Union Pacific, goes on March 2. 

The Travelers’ Exchange in Union Square, New York 
City, is about to wind up its business. It was organized 
a year ago with a capital of $100,000, most of the hotel 
proprietors of New York becoming shareholders. Its 
object was the establishing of a bureau of information 
for the convenience of hotel guests and the traveling 
public at large. A handsome and expensively furnished 
suite of rooms was fitted up, and preparations were 
made for doing business on a large scale, but when the 
trunk lines voted not to establish a joint ticket agency 
in the exchange the board of directors decided to close 
up the affairs of the concern. 

Party Rates Illegal. 

A decision by the Interstate Commerce Commission in 
the case of the Pittsburgh, Cincinnati, & St. Louis against 
the Baltimore & Ohio was announced last week. The 
opinion was written by Commissioner Veazey. The 
complaint, it will be remembered, was against “ party 
rates,” so-called, whereby parties of 10 or more persons 
traveling together on one ticket are teonenectad at two 
cents a mile, the regular rate for a single person being 
about three cents per mile; and that the Baltimore & 
Ohio also sold round-trip excursion tickets without pub 
licly posting the rates. The Commission, in its  de- 
cision, holds that passenger excursion rates are required 
to be published; that party-rate tickets are not com- 
mutation tickets, and, when party rates are lower than 
contemporaneous rates for single passengers, they con 
stitute discrimination and are illegal. 





Suspension of the Corn-rate Order. 
Upon the application of the defendants and the Balti- 
more & Ohio, in the case of Hervey Bates and H. Bates, 
Jr., against the Pennsylvania, the order of the Inter- 
state Commerce Commission, made Feb, 7, 1890, direct- 
ing that the roads cease discriminating in rates between 
corn and corn products from Indianapolis to Eastern 
seaboard points, has been suspended, and a hearing 
ordered for March 6, 1890. It has also been ordered that 
the following roads appear on the day named and show 
cause why the order of Feb. 7, orsuch other order 
as may be made in the case, should not be made to apply 
to them: The Lake Erie & Western; the Ohio, Indiana 
& Western; the Cincinnati, Hamilton & Indianapolis: 
the Cleveland, Cincinnati, Chicago & St. Louis, and the 
Louisville, New-Albany & Chicago, 
Sunday Freight Trains. 
The Pennsylvania Company has put on two Sunday 
trains, one each way, for freight, on the Cleveland & 
Pittsburgh in order to accommodate the traffic. The 
reason given is that some of the principal roads have 
not cooperated in the movement to abolish Sunday 
trains. 
Dressed Beef Traffic, 
The ‘trunk Line Association has just issued the follow- 
ing statement showing the movement of cattle and 
dressec€ beef from the West for the last eight years : 


RECEIPTS AT BOSTON AND INTERIOR NEW ENGLAND POINTS. 











Cattle. Dressed Beef. 
Tons. Tons. 
BOGS: «kiearsteas. teadwewes canjuwcas -. 76,410 89,150 
ER eee pee eer rt eee . 100,901 116,746 
NUE irk ie risa os a Soeenligh nei ihe Wi eergsah are ataevincd 74,505 121,017 
EE EE ORE OE Pee ey ee 54,192 138,876 
eS oatcuseks, caaesianralaguse ageyene 52,431 153,544 
Re illicit Meaidhidsbnicseonianocen poslkaneniehinnine 57,325 179,733 
MNO 5 is csw die arwia ght Kcenewerkeees ceseee 70,186 187,722 
BEC petite nibh nevenaansiawoeeewa ene 97,189 225,167 
Total pn duatene meeuabeiineih 583,139 1,211,965 
RECEIPTS AT NEW YORK. 
Cattle, Dressed 
tons. beef, tons. 
Serre 366,487 2,633 
__.__ SEER eee 392,095 16,365 
Ps chaeenesashidscwand buses eseawianie 328,220 34,956 
SRA ere renee 337,802 53,344 
DER iaicg aaa Recksccn ‘mdb-nasen' walode 280,184 59.769 
MEWS Nihebes, saaswcawd 288,662 70,734 
eis ON s bp awiicewenes ete sds anaes cas 327,406 96,224 
eee 412,962 106,235 
OE a wisansaacuretyes 10 ja 00006 SplOnee 450,260 


Percentages of Westbound Shipments. 
Some officer of the New York, Lake Erie & Western 
has given a reporter the following: The EKrie’s per 
centage of all last year’s freight out of New York to 
competitive points was 20.9 ag cent., against 22.1 by the 
New York Central and 22.5 by the Pennsylvania. The 
Erie’s average from Jan. 1, 1890, to Feb. 15 was 22.2 per 
cent. of all the tonnage, which is better than that of 
the two stronger lines. The West Shore had 6.4 per 
cent. of the business last year. During January and 
February this yearit made asudden leap,and the aver- 
age up tothe middle of this month was 10.1 per cent. Its 
average for January was 9.4 per cent. 
East-bound Shipments. 
The shipments of east-bound freight from Chicago by all 
the lines for the week ending Saturday, Feb. 22, amounted 
to 72,933 tons, against 100,775 tons during the preceding 
week, a decrease of 27,842 tons, and against 68,651 tons 
during the corresponding week of 1889, an increase of 
282 tons. The proportions carried by each road were: 





i 


| W’k to Feb. 22.! W’k to Feb. 15. 


| Tons. | P.c. | Tons, | P. ec. 


= situa — } een = 


Michigan Central....... besa 7,614; 10. 11,468 11.4 
his it agi euit sire tkeas nn 5,630 
Lake Shore & Michigan South.| 16,264} 


7 

mp « 
Pitts., Ft. Wayne & Chicago...! 10,042) 13 

11.: 





Chicago, St. Louis & Pitts..... 8,150 2 | 10,684 10.6 
Baltimore & Ohio.............. 790 6.5 8,622 | 8.5 
Chicago & Grand Trunk........ 10,052 10.0 


New York, Chic. & St. Louis... 


~ 8,330 | 8.3 
Chicago & Atlantic 


13,038 | 12.9 








Total.. 72.933, 100.0 





100.0 








Of the above shipments 3,256 tons were flour, 42,172 
tons grain, 1,536 tons millstuffs, 4,628 tons cured meats, 
2,604 tons lard, 7,358 tons dressed beef, 1,058 tons butter, 
1,494 tons hides, 168 tons wool and 4,668 tons lumber. 
The three Vanderbilt lines together carried 39.3 per cent, 
of all the shipments, while the Pennsylvania lines car- 
ried 25,0 per cent, 
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